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stands back of 
a thousand war-production lines! 


HIS big Diamond T Model 806 shows a typical 

part of America’s duty which only the truck 
can shoulder. It carries 10-ton loads of tank parts 
between a tank arsenal and another plant, for nitrid- 
ing (a vital hardening process). Covering 400 miles 
of highway, day in and day out, loaded both ways, 
it serves the nation reliably and without wasteful 
excess capacity. By no other available means could 
this vital service be so efficiently performed. 

Just one truck on one job; multiply it by tens of 
thousands and America’s manufacturing might comes 
into clearer focus. Much of this boundless produc- 
tion power is linked by highway transport alone. 


* DIAMOND T MOTOR TRUCKS 


The traditional reliability and economy of Dia- 
mond T Trucks make them first choice for steady 
inter-city service. With normal care, their Super- 
Service engines deliver thrifty mileages running into 
the hundreds of thousands. And Diamond T sim- 
plicity and design is also an asset of vital importance 
today, when experienced mechanics are fewer and 
busier. 

There is a limited number of these great trucks 
still available to operators who are eligible to buy 
new vehicles. See your Diamond T dealer. 


DIAMOND T MOTOR CAR COMPANY 
CHICAGO, ILLINOIS 
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BUY MORE WAR BONDS 





* * * * * * * * 


The Port of Long Beach 


{Los Angeles County) 


California 


Is cooperating to the fullest extent with all 
Governmental Agencies, viz.: The Army, Navy, 
Coast Guard, War Shipping Administration, 
British War Ministry of Transport, U. S. S. R., 
etc.—in their efforts to win the war. Our 
facilities are fluid—and we are endeavoring 
to keep them so. Additional facilities will be 
completed May 15th. Other facilities are 
under construction and will be ready for use 
very shortly. 

We are also cooperating with such agencies 
as the Red Cross, U. S. O., Seamen's Service 


Bureau, etc. 


E. J. AMAR, Port Manager 
CHAS. A. BLAND, Port Traffic Manager 


1333 El Embarcadero, Long Beach, California 


* * * * * * * * 
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.-.heavy guns moving into position for action on 
the African Front... planes returning from a night 
“bombing party” over Axis territory. And, on the 
home front, loaded munition trains whistling shrill 
warnings as they approach slumber-wrapped towns 
in Kansas, Massachusetts, Texas—everywhere. It is 
WAR—war with its toil and tears, its heroism and 
sacrifices. 


BUT SOME DAY WILL COME ANOTHER DAWN— 
a sunrise that will light up a world at peace. Then 
trains will speed across the nation carrying ration- 
freed foods for America’s pantries; materials for 
its home builders; tools and implements for its 
farms, factories and professions; and peace-time 
necessities for all! 


Now we are engaged in war. America’s railroads 
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job of the nation. And what a job they are doing— 
41,000,000 tons of army freight carried in '42— 
11,600,000 troops transported during the first 
year of the war! 7 


ROCK ISLAND'S Program of Planned Progress, 
begun seven years ago, is being carried on even 
in the midst of the war. For when the new day 
dawns America will demand the best in rail trans- 
portation. While today it isn’t possible to buy all 
of the equipment and materials required, we must 
have the revenue now for the great backlog of 
purchases that some day will be released. And 
think of the many jobs this will make available for 
our boys now in uniform! 


As yesterday—and today—so tomorrow ROCK 
ISLAND'S sole purpose is to provide the finest in 
transportation. 


* %* BUY WAR BONDS AND STAMPS * * 
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ROCK ISLAND LINES 


One of America’s Railroads—ALL United for Victory 


—all vital units in the transportation army—are 
performing a patriotic service. Theirs is the hauling 









































} The House committee on military affairs has now 
?® heard George P. McNear, president of the T. P. 
and W. railroad, which was taken away from him and 
snow being operated by the government, talk about 
e waste of manpower caused by the featherbed rules 
\Meffect on that railroad, and Director Eastman, of the 
0. D. T., which is now running the road, and two of his 
employes deny, at least in part, Mr. McNear’s story. 
Of course, Mr. McNear doesn’t like what is going 
mand, of course, Director Eastman and his employes 
defend it. If the committee wants all the facts it should 
summon witnesses from other railroads, not, perhaps, 
tolearn what is happening on the T. P. and W., which, 
after all, is a small road, but what is going on on all the 
Mfairoads, the purpose being not to condemn or to 
' any particular manager but to find out if man- 
i power is being wasted to any extent through the opera- 
| tion of featherbed rules on the railroads as a whole. 
\yery railroad man and every observer who knows 
anything about the matter knows that it is, regardless 

| of what the bureaucrats who use those rules on their 
railroad may say. It is to be observed, moreover, that 
Wirector Eastman himself does not say there is no 
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Featherbed Rules 


ated. Maybe he has, but if you cut his story in half 
you still have something to worry about. 

We note also that Mr. Stover, now federal man- 
ager of Mr. McNear’s railroad, arises to brag that he 
is serving without salary in that capacity and as a 
member of Director Eastman’s staff. Is that supposed 
to be an argument in favor of federal operation? And 
is the fact that traffic has increased on the T. P. and 
W. in the period since the government took it over— 
when the government would have had to try hard to 
keep it from increasing, as it has increased on other 
roads—also an argument for government operation? 
If so, why not have government operation of all the 
railroads? We note that, when Mr. Eastman was asked 
if the government ought not to take them all over, he 
evaded and “wisecracked” by saying merely that he 
wouldn’t want the job. Who would? But that is hardly 
an answer. 

For God’s sake, let’s have an end to this bunkum 
and get down to brass tacks. Is manpower being wasted 
on the railroads or not? If it is, to what extent and 
what must be done about it? If what must be done 
about it would offend railroad labor, what of it? We 
have had to do a lot of things we don’t like and so has 


OUR PLATFORM 
(THE LONG HAUL) 


Cordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


ing— 
: Pt: waste. He merely says that Mr. McNear has exagger- 
first 
gress, | 
even 
+ day A revised system of transportation regulation based on 
| modern competitive conditions, instead of patchwork amend- 
trans- ment of the old law to make it apply to new transport 
all agencies; less, instead of more, government control. 
uy Private ownership and operation of all transport. Take 
> must the government out of the ocean and inland waterway trans- 
portation business. 
og of Keep politics out of rate-making. 
And _ An authoritative determination by competent and un- 
. biased investigation as to whether commercial motor vehicles 
le for are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 
Proper payment by inland waterway transport for the 
ROCK use of the waterways as a place of doing business. 
Realization by railroads that they must do something by 
est in way of group operating economies to help themselves and co- 
operation by shippers in such economies. 
Every effort by transportation agencies not only to expand 
* s *yse4e 
* their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
Ef‘ and unloading cars and trucks as rapidly as possible. 


A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 


ictory 
Vi mendations for legislation. 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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everybody else but labor. Isn’t it about time it took 
its turn? 

And Mr. McNear has been engaged in a “smear 
campaign,” has he? Well, who was it that smeared 
McNear and smears anybody and everybody who ven- 
tures to fight for his rights or the right in general 
against these administration agents or the administra- 
tion itself? We doubt if government people realize how 
unpopular and hated they are becoming. If they only 
knew it, even those who despise John Lewis and his 
methods have a little sympathy for him in his fight for 
his miners because he has the “guts” to ignore the War 
Labor Board. A lot of those sympathizers are too 
cowardly to do any of that sort of thing themselves, but 
they take a vicarious delight in what a few others do. 

The more we consider Mr. Eastman’s presentation 
before the committee, the less we think of it. For in- 
stance, he says the term, “time paid for but not 
worked,” as used by the Commission in its statistical 
reports, is misleading, explaining that a train crew 
might make a 200-mile run in eight hours but, though 
it had worked only eight hours, it would be paid for 
sixteen hours on the basis of the twelve and a half mile 
an hour standard, and the Commission classes the 
“extra” eight hours pay as time paid for but not 
worked. Well, what else is it? The men worked eight 
hours and were paid for sixteen hours, no matter what 
the rule or excuse under which it was done. 


Setting the Sights Higher 


Every now and then when we venture editorially 

into fields not closely connected with transporta- 
tion, we receive letters from some of our readers— 
readers, of course, who do not agree with what we say 
—asking why we don’t stick to our chosen field—trans- 
portation—leaving to others the consideration of other 
problems, some of them even unkindly hinting that we 
don’t, in fact, know too much about our own field. We 
are naturally intrigued, therefore, to learn that we are 
not the only ones in this field who think it well now 
and then to depart from it. We refer to an address that 
has just come to our attention, made by Mr. A. G. T. 
Moore, traffic manager of the Southern Pine Associa- 
tion, at a meeting of the Southeast Shippers’ Advisory 
Board at Atlanta, Ga., March 11. He talked about sev- 


eral things not connected directly with transportation 
and then said: 


My point is that the boards must lift their sights and get 
away from the idea that we have but a specific duty to per- 
form. We must realize that George’s problem in preserving 
free, private enterprise as an American institution is our prob- 
lem too, and so is Bill’s, and our problems are George’s and 
Bill’s problems as well. 


He is right. We hold that any one who has an 
audience, be he preacher, editor, teacher, or occasional 
speaker or writer, has not only the privilege but the 
duty of addressing himself to vital problems affecting 
the citizens of this republic whether or not they come 
precisely within the particular sphere of his calling. 
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God knows there are too many people who concern 
themselves with nothing but what they choose to cal] 
their own business; in some business organizations jt 
is not even permitted that those identified with them 
state their views publicly about anything “controver. 
sial” not connected with their particular business. It is 
good, then, we think, that some of us are not bound 
by such limitations either of rule or lack of interest. 
At any rate, we propose to continue to deal, now and 
then, when the spirit moves us, with some things that 
are not found in transportation text books and that re. 
ceive much too little attention from many men who 
think their business is just transportation. 
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Rate Bureau Regulation 


Though legislation designed to exempt transportation rate 
conferences and bureaus from the anti-trust laws is generally 
believed to be desirable, it is expected that there will be sub. 
stantial opposition expressed to S. 942, the Wheeler rate bureau 
regulation bill, at the hearings on that measure scheduled to 
begin May 18 before the Senate interstate commerce committee 
(see Traffic World, May 8, p. 1091.) 

It is understood that the Wheeler bill represents the views 
of the Department of Justice—which kept the rate bureaus in 
hot water for a long time with its investigation of their prac. 
tices—rather than of the Commission. In fact, it is understood 
that a bill was prepared reflecting the views in the Commission 
as to what should be done in the way of freeing the rate bu- 
reaus from prosecution under the anti-trust acts but this meas- 
ure has not been introduced. 


One objection to the Wheeler bill is that it requires con- 
sideration and disposition of rate proposals ‘in public session” 
of the rate bureaus, conferences or associations, or committees 
thereof. It is contended that this is not a practical requirement 
and would not be conducive 'to the making of rates, in view of 
conflicting interests often involved in that process. Other re- 
quirements of the measure are also assailed as impracticable, 
both by shippers and carriers. 


A special meeting of the executive committee of the Na- 
tional Industrial Traffic League will be held at the William 
Penn Hotel, Pittsburgh, Pa., May 20, to discuss the bill and 
other proposed transportation legislation. A joint meeting of 
the league’s legislative committee, rate construction and tariffs 
committee, committee to cooperate with transportation execu- 
tives, and the motor carrier rates, classifications, tariff rules 
and regulations committee will be held May 19 at the same 
place to consider S. 942. 
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I. C. ACTS ANNOTATED—VOL. 11 


The Commission has published volume 11, Interstate Com- 
merce Acts Annotated, designated as the 1942 Supplement. The 
volume contains 1,157 pages. In addition to the matter con- 
tained in the preceding volumes, a new feature has been added, 
consisting of federal precedents cited in Commission cases, 
listed by subject matter, or issues. What was described at the 
Commission as a new development was the inclusion of 605 
statements appearing in Commission decisions, as the applicable 
part of one of the four parts of the act, where the question 
arose under another of the four parts. 

The volume is available at the United States Government 
Printing Office, Washington, D. C., at $2.25, cloth-bound. 
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CLAIM PREVENTION PRACTICES 


The freight claim division of the Association of American 
Railroads has revised and reissued its manual, “Loss and 
Damage Prevention Practices and Recommendations.” Much 
material from the more recent bulletins and publications of 
the division, and from resolutions adopted at its meetings, has 
been incorporated. A section of illustrations has been added, 
containing pictures of recommended types of tags, methods of 
sealing cars, proper placing of bulkheads and door guards, etc. 
There is also an index. The division says the book is “for us 
on individual lines, between individual lines, and cooperatively 
on all lines, as a guide in certain procedures, as a source 0 
information, and as a means of renewing and sustaining 1 
terest.” 
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(onnors-Standard Water Rights 


Relying on the U. S. Supreme Court’s decision in United 
States vs. Rosenblum Truck Lines, Inc., 315 U. S. 50. wherein 
the court stated in interpreting “grandfather” provisions of 

II of the interstate commerce act that it thought “it 
dear that Congress did not intend to grant multiple rights on 
the basis of a single transportation service,” the Commission, 
division 4, on reconsideration in W-36, Connors Marine Co., 
Inc., Contract Carrier Application, embracing W-39, Standard 
Towing Corporation, Common Carrier Application, has modi- 
fied its findings in prior report, 250 I. C. C. 381, so as to author- 
ize joint operation by applicants as common carriers by water 
in lieu of single operations for which certificates were issued. 

On petition of applicants the proceeding was reopened for 
reconsideration of claimed “grandfather” rights as to territory, 
but, on its own motion, the Commission included within the 
scope of the issues the question of whether each applicant was 
entitled to a separate certificate. Referring to previous pro- 
ceedings, based on the Rosenblum case, the Commission said it 
disregarded matters such as separate incorporation in deter- 
mining whether applicants operated a single transportation 
service. Common management, identical service, and similarity 
of routes were considered, and in each proceeding the Commis- 
sion issued only one certificate or permit, said the Commission, 
adding that all those factors were present in the operations of 
applicants herein. In the prior report the Commission dealt 
with the operations of each applicant independently of the 
other, but since it had now concluded that they had operated 
jointly as one carrier, in reconsidering the territorial scope 
of such joint operations it considered the operations of both 
applicants as a. whole. 


The Commission vacated the separate certificates and or- 
ders previously issued, and in lieu thereof has issued one cer- 
tifcate to both applicants effective July 24 authorizing joint op- 
eration as a common carrier by non-self-propelled vessels with 
the use of separate towing vessels, in the transportation of 
commodities generally, between points in New York and Con- 
necticut on Long Island Sound and tributaries; points in New 
York Harbor and contiguous harbors; points on the Hudson 
River below its junction with the Erie Canal of the New York 
State Canal System; Erie Canal, Oswego Canal, and Cayuga 
and Seneca Canal of that system; and the Niagara River. 
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Columbia River Water Rights 


The Commission, division 4, has issued two orders in W-690, 
Inland Navigation Co. Applications, embracing W-18, Upper 
Columbia River Towing Co. Applications, and W-489, Columbia- 
Snake River Towing Co. Applications, the applications having 
been consolidated for hearing. 


The order in W-690, and W-489, denied the applications of 
the Columbia-Snake River Towing Co., because its operations 
Were incidental to those of the other two applicants, and granted 
a certificate, effective July 21, to Inland Navigation Co., as to 
continuance in operation by self-propelled vessels and by non- 
self-propelled vessels with the use of separate towing vessels, 
In the transportation of commodities generally between The 
Dalles and Umatilla, Ore., serving all intermediate ports and 
points on the Columbia River. The order also authorized an ex- 
lension of operations by Inland between Umatilla and Pasco 
and Kennewick, Wash., serving all intermediate points on the 
Columbia River, by reason of having engaged in such opera- 
lions as soon as that portion of the waterway was opened to 
Navigation. Inland was also authorized to extend its operation 
to and from ports and points on the Columbia River between 


its confluence with the Willamette River, and Longview, Wash., 
inclusive. 


In W-18, Upper Columbia River Towing Co. was found 
entitled to continue in operation in the performance of general 
towage, and by non-self-propelled vessels with the use of a 
Separate towing vessels, in the transportation of grain between 
ports and points on the Willamette and Columbia Rivers from 
ortland to Umatilla, inclusive; and to extend operations be- 
tween Umatilla and Pasco and Kennewick, serving all interme- 
diate points, by reason of having engaged in such operation as 
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soon as that portion of the Columbia River was opened to navi- 
gation. The certificate and order were made effective July 21. 

That portion of the applications of Inland and Upper Co- 
lumbia for authority to operate on the Snake River to Lewis- 
ton, Ida., was dismissed because “this waterway is not now 
open to navigation.” However, the repoért pointed out that they 
might extend their service to Lewiston as soon as the waterway 
was open and applications had been filed. 

The report said that the capital stock of Inland was owned 
by R. S. Waley, its president, and H. A. Dent, its general man- 
ager, and that the capital stock of Upper Columbia was owned 
by Captain A. Leppaluoto, with the exception of one share 
owned by his wife. At the time of the hearing, it said, the 
parties had agreed that additional stock was to be issued and 
interchanged between the parties so that R. S. Waley, H. A. 
Dent, and A. Leppaluoto would each own a one-third interest 
in each of the companies. The capital stock of Columbia-Snake 
River Towing Co., it said, was owned in equal portions by the 
owners of Inland and Upper Columbia. 

In issuing separate certificates, the report said that Inland 
and Upper Columbia performed towage service for each other, 
and that this service was exempted by section 303(f) (2). Each 
company, it said, was separately owned, and had separate ves- 
sels, kept separate accounts, and conducted its own operation. 
In view of these facts, it said, it was concluded that the appli- 
cants had not been engaged in one joint operation. 

Commissioner Miller, dissenting in part, said he did not 
agree that Inland should have authority to transport commodi- 
ties generally to and from ports and points on the Columbia 
River between its confluence with the Williamette River, and 
Longview, Wash. Applicant did not seek authority to transport 
commodities generally from and to those ports and points, he 
said, but asked for authority to transport grain and grain prod- 
ucts. This, coupled with the fact that there was no showing of 
record of public convenience and necessity with respect to the 
transportation of commodities generally, indicated that the au- 
thority should be restricted to grain and grain products, he said. 


Sugar, Colo., to Kan. and Mo. 


In a report in MC C-211, Sugar from Colorado to Kansas 
and Missouri, embracing MC C-203, Atchison, Topeka & Santa 
Fe Railway Co. et al. vs. A-1 Truck Line, et al., involving 
motor common carrier rates and minimum weights on sugar, 
in truckloads, from Rocky Ford, Swink, and Sugar City, Colo., 
two various points in Kansas and Missouri, the Commission, 
division 2, has again condemned the practice of motor carriers 
maintaining minimum weights in excess of the loading capacity 
of the equipment customarily used by them, relying on the 
decision in Rugs and Matting from East to W. T. L. Territory, 
31 M. C. C. 193, 34 M. C. C. 641. It prescribed minimum rea- 
sonable rates and minimum weights for the future, to be estab- 
lished on or before July 26. 

The rates under attack established in 1940, based on a 
minimum of 60,000 pounds, were opposed by western trunk- 
line rail carriers but supported by various sugar companies. 
Investigation in MC C-211 was instituted by the Commission 
when the Denver-Limon-Burlington Transfer Co., of Denver, 
Colo., proposed reduced rates on sugar, minimum 60,000 pounds, 
from Sugar City to destinations in Kansas and to Kansas City 
and other points in Missouri, allegedly to meet similar rates 
maintained from Rocky Ford and Swink to the same and other 
destinations by members of the Midwestern Motor Freight 
Tariff Bureau, Inc., now the Middlewest Motor Freight Bureau, 
according to the report. 

“Twenty-four thousand pounds is about the maximum 
quantity of sugar that can be loaded in one of the vehicles 
generally operated between these points, and is the quantity 
that generally has been transported by the respondents in one 
unit,” says the Commission. “One of the respondents contem- 
plated shortly placing in operation equipment with capacities 
of 30,000 pounds a unit. Under the circumstances 24,000 
pounds would appear to be a reasonable minimum.” 

The rail carriers, the report said, contended that if they 
were to meet the motor rate of 40 cents from Rocky Ford and 
Swink to Kansas City and a reduction of 11 cents spread 
throughout the territory, they would sustain an annual loss in 
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transportation charges of about 2.5 million dollars. They felt 
that the continued maintenance of the motor rates in issue, 
where lower than the rail rates, constituted a threat to the 
rail adjustment and would result in needless reductions in 
their rates in the territory, “which may cause reductions 
throughout the country,” said the report adding that “they 
seek the prescription of the rail rates as reasonable minima 
for abservance by the respondents, and, since they contend 
that respondents’ maintenance of the rail minimum of 60,000 
pounds is unlawful, it is obvious they also seek the prescrip- 
tion of a minimum more nearly related to the capacity of the 
respondents’ vehicle.” 

The Commission said it was of the opinion that “these 
rates which do not yield at least 20 cents a truck-mile, based 
on a load of 24,000 pounds,” were less than minimum reason- 
able rates. Its findings follow: 


We find that the minimum weight of 60,000 pounds maintained by 
the defendants and respondents in these proceedings is unjust and 
unreasonable to the extent it exceeds 24,000 pounds, and that the 
rates under investigation are unjust and unreasonable to the extent that 
they are less than (a) from Sugar City, Rocky Ford, and Swink, 46 
cents to Topeka, and 51 cents to points in the Kansas City group... 
(b) from Rocky Ford and Swink, 45 cents to Ottawa, 47 cents to Coffey- 
ville, Fort Scott, and Pittsburg, and 51 cents to Baxter Springs; and 
(c) from Sugar City, 46 cents to Tecumseh, 47 cents to Lawrence, and 
48 cents to Tonganoxie; which we find to be reasonable minimum 
truckload rates, subject to a minimum weight of 24,000 pounds. 

We further find that the rate of 25 cents, minimum 10,000 pounds. 
from Sugar City to Goodland and Colby, is unjust and unreasonable 
to the extent it is less than 28 cents to Goodland and 32 cents to 
Colby, and that the other rates herein considered, so far as the measure 
of such rates is concerned, have not been shown to be unreasonable 
or otherwise unlawful. 


Chairman Alldredge, concurring, said that to the extent 
that the prescription of the minimum weight of 24,000 pounds 
might be in accordance with the findings in the Rugs and 
Matting case, he concurred out of deference to the action of 
the Commission in that case. Commissioner Splawn concurred 
in the result. 


STATUS OF ROCHESTER TRANSIT 


The Commission, division 3, by a report and order in Elec- 
tric Railway Docket No. 15, Subway Division, Rochester Tran- 
sit Corporation, Rochester, N. Y., has found that the subway 
division of the New York State Railways (Rochester Lines), 
Benjamin E. Tilton, trustee, and the subway division of the 
Rochester Transit Corporation, did not as of August 29, 1935, 
had not since that date, and did not now fall within the terms 
of the electric railway exemption provisos of section (a) of the 
railroad retirement act of 1937, the railroad unemployment 
insurance act, and the carriers taxing act of 1937. 

The record was convincing, the report said, that the sub- 
way was, and continued to be, more than a street, interurban, 
or suburban electric railway. In the period since Aug. 29, 1935, 
it said, the subway railroad had continued to operate as a 
part of a general steam-railway system of transportation. 


GREAT NORTHERN PROMISSORY NOTE 

The Commission, division 4, by a report and order in 
Finance No. 14180, Great Northern Railway Co. Note, has au- 
thorized issuance at par of a promissory note not exceeding 
$1,265,680 in evidence of, but not in payment for, unpaid bal- 
ance of an equipment purchase contract. 

The Commission said its views in regard to this type of 
conditional sale contract financing, and the subsequent issue 
of notes as additional evidence of unpaid balances, were set 
forth in its report of March 11 concerning the Chicago, Burling- 
ton & Quincy Railroad Co. notes, Finance No. 14120. However, 
the Commission said, the instant transaction was different be- 
cause the note would be issued simultaneously with the execu- 
tion of the conditional sale contract and would thus resemble 
the issue and sale of equipment trust certificates. 

The note, the report said, and the sale contract, covered 
the purchase of 500 75-ton ore cars, to cost a total of $1,582,100 
(see Traffic World, April 17, p. 913). 


NEW YORK-BOSTON BUS RIGHTS SALE 


Purchase by Quaker City Bus Co., of Camden, N. J., of 
operating rights of Silver Dart Lines, Inc., of Boston, Mass., 
between New York City and Boston, for $12,000, has been au- 
thorized by the Commission, division 4, in a report in MC 
F-2087, Quaker City Bus Co.—Purchase—Silver Dart Lines, 
Inc. The Commission noted that the Quaker City line held 
authority for bus operations between Philadelphia, Pa., and 
New York and had purchased from Blackhawk Line, Inc., such 
operating rights between New York and Boston. 

Bus services of the vendor and vendee in the instant pro- 
ceeding on their common route between New York and Boston 
had been coordinated under authority of special order B-36 of 
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the Office of Defense Transportation, in competition with scheg. 
ules operated between New York and Boston by New England 
Greyhound Lines, Inc., and Trailways of New England, Ine 
under a similar working agreement for coordination of thei; 
services, the Commission observed. The vendee’s New York. 
Boston division had not been profitable, and the vendor had 
consistently operated at a loss, but as a result of the transage. 
tion here under consideration the Quaker City line expected ty 
be able to provide more effective competition to other oper. 
ators, said the Commission. By this transaction, it added, the 
“eight or ten” bus lines originally performing through servi 
between New York City and Boston would be reduced to three 


Commission Water Reports 


(An asterisk before the docket umber means that the report 
will not be printed in full in the permanent series of Commission 
reports, Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-485, Merrimac Chemical Transportation Co., Boston, 
Mass., Contract Carrier Application. By division 4. Certificate 
granted, effective July 26, as to continuance of operation as 
common carrier by self-propelled vessels in the transportation 
of commodities generally between ports and points along the 
Atlantic coast and tributary waterways from Penobscot Bay, 
Me., on the north to Cape Henry, Va., on the south, not in. 
cluding Long Island Sound, the Hudson River above the New 
York Harbor area, nor the Delaware River and Bay. The 
report found that applicant had been engaged in such opera. 
tion on Jan. 1, 1940, and continuously since, except for an in. 
terruption of service over which it had no control—vessel having 
been requisitioned by the U. S. Government for use in prose- 
cution of the war. It denied portion of the application seeking 
authority to serve points on Long Island Sound, the Hudson 
River above the New York Harbor area, and the Delaware 
River and Bay on the ground that applicant had not shown 
operations on those waterways on and since the statutory date. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Cement 


Fourth section application No. 19317, Cement to and be- 
tween Points in Florida. By division 2. Authority granted in 
No. 19317, by F. S. O. No. 14917, on conditions, to establish and 
maintain rates on cement and related commodities, in straight 
or mixed carloads, from producing points in Illinois (including 
west-bank Mississippi River points in Missouri), Indiana, Mary- 
land, Ohio, and southern territory, to points in Florida, with- 
out observing the long-and-short-haul provisions of the fourth 


section. Temporary relief was granted by F. S. O. 14415, effec- 
tive Feb. 28, 1942. 


Duck and Goose Feathers 


No. 28847, P. R. Mitchell Co. vs. B. & O. et al. By divi- 
sion 2. Dismissed. Rates, duck and goose feathers, raw and 
uncleaned, in bales, in carloads, New York, N. Y., rate points 
to Cincinnati, O., not shown to have been or to be unlawful. 


Malt Liquor Containers 


No. 28854, Burger Brewing Co. vs. Pennsylvania. By the 
Commission. Report written by Chairman Alldredge. Dismissed. 
Sixth class rate of 41 cents sought to be applied on empty used 
malt liquor containers, in carloads, shipped between May 10 
and June 19, 1939, Brooklyn, N. Y., to Cincinnati, O., applicable 
and not unreasonable. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports im 
full may be obtained by prompt application to the Commission.) 


*MC 31400, Madison Transportation Co., Kearney, N. J. 
common carrier. Certificate or permit denied under the “grand- 
father” clauses. General commodities between points in N. Y. 
N. J., Pa., Conn., R. I, and Mass. 

*MC 16879, Capital Driveaways, Inc., Lansing, Mich., com 
mon carrier. Certificate granted as to continuance of opera 
tion, by the driveaway method, of new trucks and chassis, 10 
initial movements, from Lansing, Mich., to points in Ark., Fla. 
Ga., Ill., Ind., Ia. La., Md., Mass., Mich., Minn., Mo., Neb. 
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\, H., N. Y., N. C., O., Ore., Pa., W. Va., Wis., and D. C., and 
{ trucks and chassis, new or used, in secondary or subsequent 
govements, from body and specialty plants in Ind., and O., to 
ints in the aforementioned states, with return of refused and 
jected shipments. 

*MC 41255, Northeastern Lines, Inc., Thomasville, N. C., 
gmmon carrier. On further hearing, findings in prior report, 
{1 M. C. C. 179, modified and certificate granted as to contin- 
ynce of operation, new furniture and yard, from Thomasville, 
y, C., to New York, N. Y., and all points within 15 miles 
thereof, Wilmington, Del., District of Columbia, and all points 
in N. J.. Pa., Md., and Va.; and general commodities, with 
aceptions, from New York, N. Y., Baltimore, Md., Philadel- 
hia, Pa., and points in specified counties in N. J., to all points 
ina defined area in N. C. 

*MC 71982, J. C. Fleming, Kansas City, Kan., common 
arrier, embracing Sub. 1, Same, extension. Certificate granted 
4g to continuance of operation in MC 71982, general commodi- 
ties, with exceptions, between specified points in Kan., Mo., 
and Neb., and specified commodities between points in Kan., 
on the one hand, and points in Neb., Colo., and Okla., on the 
other; and extension of operation in MC 71982, Sub. 1, gen- 
eral commodities, with exceptions, between Alma, Neb., and 
Kearney, Neb., over U. S. highway 183, serving specified in- 
termediate points. 

*MC 93321, Henry C. Lancaster, Magalloway Plantation, 
Me. (postoffice—Wentworth Location, N. H.), contract car- 
rier. Permit granted. Equipment, materials, and supplies used 
or useful in lumbering and logging operations between Magal- 
loway Plantation, Me., and points in Coos county, N. H. 

*MC 72568, R. L. Fraser, St. Louis, Mo., common carrier, 
embracing MC 70415, Sub. 4, F. W. Strecker and F. W. 
Strecker, Jr., extension. Certificate denied on finding, in MC 
70415, Sub. 4, applicants, as successors in interest to Fraser, 
original applicant in MC 72568, to have failed to establish the 
right to a certificate under the “grandfather” clause, in view 
of the operating rights now held by them in MC 70415, Sub. 1. 
Applicants sought authority to transport general commodities, 
with exceptions, between St. Louis, Mo., and E. St. Louis, II1., 
and all points within 20 miles of St. Louis. 

*MC 84323, Ralph Mueller, Belleville, N. J., common car- 
rier. Certificate or permit denied under the “grandfather” 
clauses. Household goods and office furniture between points 
in Ala, Conn., Del., Fla., Ga., Ill., Ind., Ky., Me., Md., Mass., 
aan we. WH. OC. GO, Pa, BL, oC. 
Tenn., Vt., Va., W. Va., Wis., and D. C. 

*MC 84511, Commercial Freight Lines, Inc., Des Moines, 
la, extension. Certificate denied. General commodities, except 
livestock, between Kansas City and St. Louis, Mo., over U. S. 
Highway 40. 

*MC F-2016, Shirks Motor Express Corporation, Lancaster, 
Pa, Purchase, George S. Ruoss and John Klann, embracing 
MC F-2040, Samey Purchase, Robert Kirkwood. Authorizes 
purchase by Shirks Motor Express of certain operating rights 
of George S. Ruoss, of Bird-In-Hand, Pa., operating rights of 
John Klann, of Cleveland, O., and operating rights and prop- 
erty * — Kirkwood, dba Kirkwood’s Transfer, of Balti- 
more, . 

*MC 65662, Warwick-Greenwood Lake & New York Stages, 
In, Warwick, N. Y., common carrier, embracing MC 65662, 
Sub. 1, Same, Extension. Corrected. Certificate granted. In 
MC 65662, continuance in operation as to passengers and their 
baggage, between Warwick, N. Y., and New York, N. Y., over 
a described route, serving all intermediate points; and appli- 
tant be authorized to transport mail in the same vehicle as 
passengers. In MC 65662, Sub. 1, as to public convenience and 
necessity, passengers and their baggage between the junction 
of New Jersey highways 2 and 4 in Paramus, N. J., and New 
York, N. Y., over a described route, and return over the same 
Toute, serving New York, N. Y., and all intermediate points, 
but restricted, however, to traffic moving to or from points 
north of Paterson, N. J. Commissioner Mahaffie concurred in 


part, saying he did not agree with the restriction as to service 
south of Paterson. 


Railroad Abandonments 


Illinois Central Railroad Co. has filed an application with 
the Commission in Finance No. 14213, asking permission to 
abandon operations over the entire interchange track connect- 
Ing the lines of the Illinois Central and the Toledo, Peoria & 

estern Railroad (Holly Stover, Federal Manager) at Chats- 
Worth, Livingston county, IIll., and abandonment by the Illinois 
Central of the approximately 550 feet owned by it. The appli- 
tation said the track had a total length of approximately 730 
feet, 180 feet of which were owned by the T., P. & W. The 
track was built, it said, for the purpose of interchanging cars 
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between the two railroads, but that the amount of traffic in- 
terchanged was so small that it did not justify the continued 
expense of maintaining the track, about one car in every two 
weeks passing over it. A trestle located on the portion of the 
track owned by the I. C. would have to be renewed imme- 
diately, the application said, if operations were to be con- 
tinued. About 15 tons of vital rail and other track material 
could be salvaged, it said. 


N. Y. C. 


The Commission, by an order in Finance No. 13914, New 
York Central Railroad Co. Abandonment, has denied petitions 
of the Public Service Commission of New York, protestants, 
for rehearing in connection with permission to abandon the 
line of railroad of the N. Y. C. running between Van Cort- 
landt Park Junction, New York City, Bronx county, and Getty 
Square, Yonkers, Westchester county, N. Y. (see Traffic World, 
April 24, p. 968. 

Sheffield and Tionesta 


By a proposed report in Finance No. 14099, Sheffield & 
Tionesta Railway Co. Abandonment, Examiner Lucian Jordan 
has recommended that the S. & T. be permitted to abandon its 
entire line of railroad, extending from Mayburg to Sheffield, 
in Forest and Warren counties, Pa., approximately 19.1 miles. 
The report said that the line had been operated at a loss for 
several years and that there was no prospect of sufficient reve- 
nues to meet the necessary costs of future operations. 


The Commission, division 4, by an order in the proceeding 
has permitted the intervention of O. M. Beer Co., of Sheffield. 
In a brief supporting its petition, O. M. Beer Co. said that, in 
the event of abandonment, it would be obliged to discontinue 
handling all lumber, cement, lime, sand, gravel, rock wool in- 
sulation material, sheet iron, nails and wire, heretofore shipped 
in carload lots, or would be compelled to transport these mate- 
rials by truck for one-half to three-fourths of a mile from the 
Pennsylvania’s line. In its reply to the petition, the S. & T. 
said that the amount of track now used to serve the premises 
of O. M. Beer Co. was about 1,300 feet. If the Beer company 
would acquire this length of track, the railroad said, it would 
own a private siding running from the end of the Pennsylvania’s 
wye at its junction with the S. & T.’s line and would be able 
to receive carload deliveries by the Pennsylvania without addi- 
tional charges. The salvage value of the rail involved, the S. 
& T. said, was estimated at between $600 and $700, and said 
it was willing to sell this length of track to the Beer company 
at its current salvage value. 


Santa Fe 


The Corporation Commission of Oklahoma and the State 
Corporation Comission of Kansas, in a joint petition, have asked 
the Commission for reopening and further hearing and/or 
reconsideration of the decision in Finance No. 13773, Atchison, 
Topeka & Santa Fe Railway Co. Abandonment, authorizing 
abandonment of the line of railroad extending from a point near 
Anthony, Harper county, Kan., to a point in the city of Chero- 
kee, Alfalfa county, Okla., 32.63 miles. 

The petitioners asserted that the segment in question, and 
the operation thereof, was abandoned by the applicant, without 
first having obtained the required certificate, pointing out that 
the physical properties were requisitioned by the federal gov- 
ernment. But, they add, applicant did not resist this requisi- 
tioning in any manner; on the contrary, the record indicated 
that the applicant was largely responsible for the order of 
requisitioning. 

“The record shows clearly and concisely that the applicant 
prepared and served upon an agency of the federal government 
a copy of the ‘Return to the Questionnaire,’ which return used 
a basis for division of the expenses and revenues contrary to 
the basis that had theretofore been definitely laid down, as a 
principle, by the Interstate Commerce Commission,” say the 
petitioners. 


“The applicant should now be estopped from pleading this 
requisitioning by the federal government, as a basis for the 
issuance of the required certificate, and this is especially so 
when the evidence so clearly warrants the belief that had a 
proper ‘Return of the Questionnaire’ been made and served 
upon the agency of the federal government the order for the 
requisitioning would not have issued.” 


Petitioners submitted that the only question before the 
Commission was, “and is,’”’ on a proper division of revenues and 
expenses, would the future operations of the segment, as it was 
operated, impose an undue burden on interstate commerce. 
They said the record did not show such a burden and the 
Commission should have therefore denied the application and 
left the applicant where it placed itself when it filed the return 
to questionnaire “which was so misleading, because of the im- 
proper basis used,” that it persuaded an agency of the govern- 
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ment to requisition the segment. Petitioners asked that if the 
Commission was of the opinion that there was any doubt that 
the loss of the services of this carrier had resulted in penaliza- 
tion and hardship on shippers and patrons that the cause be 
assigned at Cherokee, Okla., or at Anthony, Kan., for further 
hearing and the proceeding thereafter continued on the record 
made. They further asked that the proceeding be reopened and 
reconsidered on, they said, the one lawful issued involved, 
to wit: 


To weigh, in the aiternative, the effect, upon the general public 
interest, as well as the interest of the territory immediately affected, 
by the abandonment of this segment, as contrasted with the burden 
to be placed upon interstate commerce in the event abandonment is 
authorized, and to issue its order upon that basis without regard to the 
requisitioning of the properties by an agency of the federal government, 
and thus leave the applicant such future legal procedure as may be had. 


D. & S. C. 


The Commission, division 4, by a report and order in 
Finance No. 13804, Dubuque & Sioux City Railroad Co. et al 
Abandonment, has denied permission to the D. & S. C. to 
abandon a branch line of railroad, and to the Illinois Central 
Railroad Co. lessee, to abandon operation of the branch line, 
extending from Stacyville Junction to the end of the line at 
Stacyville, in Mitchell county, Ia., approximately 7.85 miles. 
The report said that the Illinois Central controlled the D. & 
S. C. through ownership of stock, and that the branch proposed 
to be abandoned had no connection with other railroads for the 
interchange of traffic. The record showed a narrow margin 
between revenues and costs of operation, it said, and that ship- 
pers were largely dependent on the branch for the transporta- 
tion of grain, coal, and bulky commodities; also that there were 
prospects of an increase in traffic. The remainder of the calen- 
dar year, it said, should afford ample opportunity to demon- 
strate whether the anticipated traffic would materialize in suffi- 
cient volume to warrant continued operation and that, if at the 
end of the period it could be shown that operation could not be 
conducted profitably, the applicant might renew its application. 





COMMISSION ORDERS 

No. 24394, Olive Hill Limestone Co. vs. B. & O. et al. Order of 
July 26, 1932, in so far as such order requires continued observance 
and maintenance of rates and charges prescribed therein vacated. 

W-174, Terrebonne Towing Co., Inc., application for exemption and 
permit; and W-177, Intercoastal Shipyards, Inc., applications for ex- 
emption and permit. Effective date of certificate and order of February 
23, postponed to June 25, 

MC F-1813, Clarence Moland et al., purchase, J. W. Saunders and 
J. R. Welty. Petition for reconsideration, reopening, and further 
hearing, filed by Clarence Moland et al., granted and proceeding to be 
assigned for further hearing at a time and place to be fixed. 

MC F-2153, Abram Jerome Novick, purchase, Burgess Express Co., 
Ince. Application under section 210a(b) requesting approval of tem- 
porary operation by Abram Jerome Novick, dba Novick Transfer Co., 
of properties of Burgess Express Co., Inc., denied. 

MC 10297, Capitol Motor Transportation Co., Inc., common carrier 
application. Reopened for reconsideration. Order of December 26, 
1942, as subsequently modified to become effective May 15, in so far as 
it denied application, vacated. 

MC 22311, Freer Motor Transfer Co., contract carrier application. 
Reopened for reconsideration. Order of December 26, 1942, as subse- 
quently modified to become effective May 15, in so far as it denied 
application, vacated. 

Ww-344, Hyer Towing Co., contract carrier application. Petition 
of Coast Transportation Co., Inc., and DeBardeleben Coal Corporation 
dba Coyle Lines for leave to intervene, reconsideration, and for formal 
hearing denied. 

W-461, Jackson-Hope Towing Co., Inc., contract carrier applica- 
tion. Applicant’s petition for further hearing denied. 

Fourth Section Applications 15628 and 19981, tobacco to Dallas and 
Fort Worth, Tex., and Fourth Section Application 19173, manufactured 
tobacco to Houston, Tex. Petition filed by J. R. Peel on behalf of 
carriers parties to applications, requesting that hearing or further 
hearing, as case may be, scheduled for April 27, be postponed for an 
indefinite period, or in alternative until six months after duration of 
war denied. 

W-498, John I. Hay, contract carrier application. Petitions of 
DeBardeleben Coal Corporation, dba Coyle Lines, and River Terminals 
Corporation for reopening and formal hearing denied. 

MC F-1985, Carroll J. Roush et al., control, Motor Freight, Inc. 
Application dismissed. 

No. 13535 et al., Consolidated Southwestern Cases. Order of April 
5, 1927, amended to permit application beyond period of time author- 
ized in twenty-eighth supplemental report of November 9, 1942, 253 
I. C. C. 599, without at same time publishing reductions in rates to and 
from other points, of a rate of 7.40 a ton of 2,000 pounds on liquefied 
chlorine gas, carloads, in tank cars, minimum weight subject to Rule 
35 of Western Classification concurrently effective, but not less than 
60,000 pounds, from Corpus Christi, Texas, to Oak Point, La., such 
rate to be observed as maximum at directly intermediate points of 
origin and destination via routes over which rate is established, and 
subject to increase authorized in Increased Railway Rates, Fares, and 
Charges, 1942, 248 I. C. C. 545, as modified by report and order of 
Commission on further hearing decided April 6. 
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W-431, Sioux City and New Orleans Barge Lines, Inc., common 
carrier application. Petition of Mississippi Valley Barge Line Co, and 
Campbell Transportation Co., protestants, for reconsideration denied 

MC 76651 Sub. 2 (formerly embraced in MC 29130), William ¢ 
Bell, successor in interest to White Line Motor Freight Co., Inc., . 
mon carrier application. Reopened for further hearing. 

No. 28711, Danville Chamber of Commerce, Inc., et al. vs. B. & 9 
et al. Defendants’ petition for reconsideration denied. 

1. & S. 5153, Fresh and preserved meats, Kansas City to Arkansas 
Order of April 8, modified to become effective June 21, on not leg 
than one day’s notice, instead of May 20. 

No. 28699, A. E. Staley Manufacturing Co. vs. Alton et al; and 
No. 28719, Archer-Daniels-Midland Co. vs. Same. Order of March 1 
modified to become effective June 2, on not less than one day’s notice 
in so far as said order applies to rates on soybean cake, meal and 
oil and linseed cake, meal and oil to western Colorado and western 
Wyoming destinations. 

Fourth Section Application 19200, Plaster-and related articles jp 
New York. Petition filed by F. C. Hillyer, attorney for protestants, fo, 
reconsideratien and modification denied. 


com- 


MOTOR FINANCE CASES 


MC F-2108, Crowe & Co., Inc., purchase—Rood’s Motor Express 
Inc. Purchase by Crowe & Co., Inc., of Waterbury, Conn., of operat. 
ing rights and property of Rood’s Motor Express, Inc., also of Water. 
bury, approved and authorized, subject to condition. 

MC F-2162, East Texas Motor Freight Lines, lease—A. E. McDonald 
Motor Freight Lines. Application for authority under section 210a(b) 
of East Texas Motor Freight Lines of Dallas, Tex., for temporary 
operation of motor-carrier rights and properties of A. E. McDonali 
Motor Freight Lines, of Waxahachie, Tex., granted May 10, 1943, sub 
ject to condition. 

MC F-2106, Sunset Motor Lines, lease—C. M. Lang. Lease by Sun. 
set Motor Lines, of San Angelo, Tex., of operating rights, and pw 
chase of certain property, of C. M. Lang, doing business as Lang Motor 
Freight, of Lubbock, Tex., approved and authorized. 

MC F-2179, Modern Transfer Co., Inc., operation—York-Buffal 
Motor Express, Inc. Application for authority under section 210a(b) 
of Modern Transfer Co., Inc., of Allentown, Pa., for temporary opera- 
tion of motor-carrier properties of York-Buffalo Motor Express, Ine, 
of York, Pa., denied. 

MC F-2180, Sidney S. Schupper, control—Interstate Magazine Hau 
ing Corp. Application for authority under section 210a(b) of Sidney § 
Schupper of New York, N. Y., for temporary control and management 
of motor-carrier properties of Interstate Magazine Hauling Corp., also 
of New York, denied. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14162, Chesapeake & Ohio Railway 
Co. Equipment Trust Certificates, granting authority to assume obliga: 
tion and liability in respect of not exceeding $5,200,000 of Chesapeake 
& Ohio Railway equipment trust of 1943, 1% per cent serial equipment- 
trust certificates, to be issued by the Guaranty Trust Co. of New York, 
as trustee, and sold at 99.26 per cent of par and accrued dividends in 
connection with the procurement of certain equipment. Approved. 

Report and order in F. D. No. 14183, Gulf, Mobile & Ohio Railroad 
Co, Notes, granting authority to issue not exceeding $662,062.39 of 
promissory notes in evidence of, but not in payment of, the unpaid 
principal on certain equipment contracts. Approved. 

Report and order in F. D. No. 14169, Portland & Ogdensburg Rail- 
way Control, authorizing acquisition by the Maine Central Railroad 
Company of. control of the Portland & Ogdensburg Railway through 
ownership of stock. Approved. 

Report and order in F. D. No. 14170, Maine Central Railroad Co. 
Securities, granting authority to exchange, use, and dispose of not 
exceeding $1,098,000 of Portland & Ogdensburg Railway 4% per cent 
first-mortgage gold bonds for capital stock of the Portland & Ogdens- 
burg Railway on the basis of $1,000 of bonds for 40 shares of stock 
Approved. 


PETITIONS FOR REHEARING, ETC. 

No. 28699, A. E. Staley Manufacturing Co. vs. Alton et al.; and 
No. 28719, Archer Daniels Midland Co. vs. Same. J. A. Farmar 0 
behalf of defendant railroads asks modification of that part of orde! 
relating to soybean cake, meal and oil and linseed cake, meal and oll 
to destinations in Colorado and Wyoming to permit publication on one 
day’s notice. 

MC F-2115, Arthur A. Fogarty, lease, Huck’s Transfer, Inc. Arthu! 
A, Fogarty asks authority temporarily to operate motor-carrier Prop 
erties of Huck’s Transfer, Inc., in part. 

MC F-2115, Arthur A. Fogarty, lease, Huck’s Transfer, Inc., Hart- 
ford Transportation Co., Inc., National Transportation Co., In¢., 
Wooster Express, Inc., Crowe & Co., and Adley Express Co., Inc. 
protestants, ask further hearing. 

No. 28799, E. J. Stanton & Son et al. vs. Erie et al. 
ask reconsideration of report and order of March 10. 

W-637, Application of Ray Howland, dba Illinois River Co., fof 
temporary authority. Class I carriers in western trunk line territory 
ask reconsideration of order by Division 4 of April 10. 

W-727, Dwyer Lighterage, Inc., common carrier application. 
Hedger Transportation Corporation asks reopening and hearing. 2 

No. 27002, John Nix & Co. vs. Railway Express Agency, Inc. R. W. 
Burch, Inc., intervener, asks reconsideration. 

No. 28536, Albers Milling Co. vs. Great Northern et al. Defendant, 
Northern Pacific Terminal Co. of Oregon, asks reconsideration. 


Complainants 4 


W. E. 
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Valley Motor Limes Purchase 


Examiner Fabian C. Cox, in a proposed report in MC 
F-2073, Pacific Motor Trucking Co.—Purchase—Valley Motor 
Lines, Inc., has recommended denial of the application of Pa- 
cific for authority to purchase certain operating rights of Val- 
ley. The rights involved covered general commodities, with ex- 
ceptions, between Reno and Hawthorne, Nev., over U. S. high- 
ways 40 and 95, via Sparks, Wadsworth, Fernley, Fallon, and 
Schurz, 135 miles, serving all intermediate points. 

The report pointed out that the route involved was en- 
tirely duplicated by the routes over which Pacific was au- 
thorized to operate, but with the restriction that Pacific perform 
only service supplementary to the rail service of Southern 
Pacific Co., its parent company. If the instant transaction was 
approved, the report said, without the restriction, Pacific in- 
tended to continue its present coordinated rail-truck service 
with the railroad and, in addition, perform an all-truck single- 
line service, including interchange of freight with connection 
motor carriers at Reno. 

It was apparent, the report said, that the major objective 
of Pacific was to eliminate by this unification the prior or sub- 
sequent rail-haul restriction under which it served Reno and, 
by that elimination and purchase, to obtain Valley’s traffic at 
that point. It said that Pacific’s traffic manager expressed the 
opinion that the transaction would not be consummated if 
authorized subject to the rail restriction on the unified opera- 
tions. It added that if the restriction was imposed, the railroad 
would not be able to use Pacific’s service to greater public 
advantage than at present. The examiner said he was of the 
opinion that the evidence was not sufficient to permit Pacific to 
render an all-truck service independently of the railroad’s 
operations. 

The monopolistic character of the provision in the agree- 
ment relative to future interchange between the applicants, the 
report said, was particularly objectionable in view of the rail- 
road’s control of Pacfic, the express requirement in the act that 
such a transaction might only be approved on a finding that it 
would not unduly restrain competition, and the elimination of 
Pacific’s strongest competitor. The “monopolistic” provision re- 
ferred to provided, the report said, that Valley should continue 
its existing operations between Reno and points in California 
fora period of not less than two years from date of consum- 
mation; that during such period and up to five years, it should 
interchange with Pacific all traffic handled by it destined to 
Fallon and Hawthorne and points intermediate to Reno and 
Hawthorne; and that it should preferentially solicit for Pacific 
traffic originating at Fallon and Hawthorne and all points in- 
termediate to Reno, Fallon, and Hawthorne, with some excep- 
tions. 
















































COLLINS TRANSPORTATION CONTROL 


Examiner C. R. Engelhart, by a proposed report in Re- 
fners Transport & Terminal Corporation—Control—The Col- 
lins Transportation Co., Inc., has recommended approval of the 
merger in Refiners of the Collins company, for ownership, man- 
agement, and operation. The report also embraced MC F-2059, 
Refiners Transport & Terminal Corporation—Merger—The Col- 
lins Transportation Co., Inc., involving purchase by Refiners of 
the entire outstanding capital stock of the Collins company. 

_ The Collins operating rights involved cover common car- 
tage of liquid petroleum products, over irregular routes, be- 
ween points in Rhode Island and points in Massachusetts on, 
south, and east of U. S. highway 202; and liquid petroleum 
troducts in tank trucks from Braintree, Mass., to Keene and 
Manchester, N. H., and Norwich, Conn., and from Providence, 
East Providence, Pawtucket, and Tiverton, R. I., to points in 
Connecticut on and east of Connecticut highway 32, returning 
with no transportation for compensation except as otherwise 
7 authorized. 

The Collins operations, the report said, were outside the 
general territory now authorized to be served by Refiners 
under its own rights, or under those “it would purchase in the 
Marshall case.” (See Traffic World, April 10, 848.) Purchase 
of the Marshall rights in MC F-1936, Refiners Transport & 
Terminal Corporation—Purchase—Marshall Transport Co., Inc., 
Was authorized by division 4, with Commissioner Mahaffie dis- 


































Proposed Reports in I. C. C. Cases 
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senting, and the decision has been protested by the Department 
of Justice (see Traffic World, May 1, p. 1031). 

Following the decision in the Marshall case, the Examiner 
said, as to objections raised by protesting motor carriers, that 
he saw no reason for conclusions differing from those reached 
in the Marshall case. These objections involved principally the 
contention that Union Tank Car Co., owner of 82.6 per cent of 
Refiners’ stock, should be made party to the application, Union’s 
status as an alleged rail affiliate, and possible advantages to 
Refiners because of its relationship with Union. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 30-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘black face” type, 
with name of town or city following.) 


New York (Plattsburg)—MC 85100, Sub. 3, Wilfred J. 
Bushey, extension. Certificate proposed. Household goods be- 
tween Plattsburg and points in N. Y., within 50 miles thereof, 
on the one hand, and points in Md., and D. C., on the other, 
and between points in N. Y., within 50 miles, but beyond 20 
miles, of Plattsburg, on the one hand, and points in Me., N. H., 
Vt., Mass., Conn., R. I., Pa., and N. J., on the other. 

Nebraska (Lincoln)—-MC 1801, Sub. 2, Ford Van Lines, 
Inc., extension. Certificate recommended. Household goods 
between points in Neb., Kan., Wyo., and Colo., on the one 
hand, and points in Ark., Calif., and Nev., on the other. 

Kentucky (Glasgow)—MC 924, Sub. 1, Doyle Transfer 
Co., Inc., extension. Certificate proposed. General commodities, 
with exceptions, serving Scottsville, Ky., on northbound traffic 
in connection with operations heretofore authorized over U. S. 
Highway 31-E. 

Michigan (Grand Rapids)—-MC 73701, Sub. 14, Bert Glup- 
ker, extension. On finding permanent authority not required 
by public convenience and necessity, recommends that the 
Commission, on its own motion, consider the application as one 
for temporary authority and issue an order authorizing tem- 
porary operation until Dec. 31, 1944, under section 210(a) of 
the interstate commerce act, as amended by the second war 
powers act of 1942, as a common carrier of roofing and build- 
ing materials from Lowell and Whiting, Ind., to all points in 
the lower peninsula of Michigan. 


Texas (Corpus Christi)—-MC 4943, Sub. 22, J. H. Robinson 
Truck Lines, Inc., extension, embracing Sub. 24, Same, exten- 
sion. Denial of certificates proposed. General commodities, 
with exceptions, between Gonzales and Luling, Tex., in MC 
4943, Sub. 22, and general commodities, with exceptions, be- 
tween Houston and San Antonio, Tex., in MC 4943, Sub. 24. 

Colorado (Eads)—-MC 104228, Sub. 1, Arthur Covey, com- 
mon carrier. Certificate proposed. Livestock, immigrant move- 
ables, agricultural commodities, farm equipment, and farm 
supplies embracing commodities produced or used on farms, 
except those intended for human consumption or apparel, be- 
tween points in Cheyenne, Kiowa, Prowers, and Baca counties, 
Colo., points in a described area of Kansas and of Nebraska; 
livestock and agricultural commodities, between Denver, Colo., 
and points in a described area of Kan., and between points in 
Kiowa and Cheyenne counties, Colo., on the one hand. and, on 
the other, railheads in Kiowa, Cheyenne, and Kit Carson coun- 
ties, Colo. 

INMinois (Pittsfield)—-MC 103748, Glenn Ballinger, common 
carrier. Certificate proposed. Cheese, from Kahoka, Mo., to 
Valley City, Ill., over a described route; from Hannibal, Mo., 
to Valley City, over a described route, and return over the 
same routes with empty containers, serving no intermediate or 
off-route points. 

Indiana (Marion)—-MC 74588, Sub. 16, Marion Trucking Co., 
Inc., extension. Permit proposed. Glass, glass products, caps, 
covers, and tops for glass containers, paper boxes and con- 
tainers used in the shipping thereof, from Marion, Ind., to St. 
Louis, Kansas City, St. Joseph, and Joplin, Mo.; Cincinnati, 
Toledo, Columbus, Cleveland, and Reading, O.; Louisville, Ky., 
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Chicago, Wilmette and East St. Louis, Ill.; Detroit, Allegan, 
Holland, Saginaw, Grand Rapids, and Kalamazoo, Mich.; cullet, 
paper boxes and containers, caps, covers, and tops for glass 
containers in the reverse direction; fertilizer, fertilizer mate- 
rials, and livestock feed, from points in Chicago, Ill., commer- 
cial zone, St. Louis commercial zone, and Louisville and Cin- 
cinnati, to points in Ind., over irregular routes. 

Maryland (Easton)—-MC 73587, Sub. 3, Elliott Brothers 
Trucking Co., Inc., extension. Certificate proposed. Canned 
goods, from points in Del., Md., and Va., east of the Chesa- 
peake Bay and south of the Chesapeake and Delaware Canal, 
to points in a described area of N. C., and all points in Fla., 
Ga., and S. C., over irregular routes by way of the Cape 
Charles, Va., ferry. 

Missouri (Springfield)—-MC 44613, Sub. 12, Mo-Ark Coach 
Lines, Inc., extension. Certificate proposed. Express and news- 
papers in the same vehicle with passengers between Jonesboro, 
Ark., and Florence, Ala., over a described route, serving all 
intermediate points. 

California—(Los Angeles)—-MC 22167, Sub. 4, Consoli- 
dated Copperstate Lines, extension. Certificate proposed. Gen- 
eral commodities, with exceptions, from and to points in a de- 
scribed area of Ariz., serving certain points as off-route points, 
on a described route, in connection with presently authorized 
operations, subject to the condition that service at points within 
25 miles of the portion of U. S. highway 89 described is author- 
ized for truckload lots only. 

California (San Francisco)—-MC 78786, Sub. 125, Pacific 
Motor Trucking Co., extension. Certificate proposed. General 
commodities, over alternate routes in connection with appli- 
cant’s irregular-route operations to and from the San Joaquin 
Valley operations, connecting with its regular-route operation 
at Stockton and points north, service to be limited to that 
which is auxiliary to or supplementary of railroad or railway 
express service. 

Michigan (Detroit)—-MC 61741, Sub. 8, Great Lakes Grey- 
hound Lines, Inc., extension. Certificate proposed. Passengers 
and their baggage, express, newspapers, and mail in the same 
vehicle with passengers, from junction U. S. highway 10 and 
Michigan highway 83 to junction of Michigan highway 38 and 
U. S. highway 10, and return over the same described route, 
serving all intermediate points. 


Texas (Dallas)—-MC 41098, Sub. 1, Busy Bee Transfer & 
Storage Co., Inc., extension. Certificate proposed. Household 
goods, between points in D. C., on the one hand, and, on the 
other, points in Ala., Ark., Calif., Colo., Fla., Ga., Ill., Ind., 
Kan., Ky., La., Md., Miss., Mo., Neb., N. J.. N. M.. N. Y., 
N. C., Ohio, Okla., Pa., S. C., Tenn., Tex., Va., and W. Va., 
over irregular routes. 


Illinois (Chicago)—-MC 3567, Sub. 1, Keeshin Motor Ex- 
press, Inc., extension, embracing MC 3566, Sub. 3, Same. Cer- 
tificates proposed. In MC 3567, Sub. 1, as to general commodi- 
ties, with exceptions, between Indianapolis, Ind., on the one 
hand, and, on the other, points in the St. Louis, Mo.-East St. 
Louis, Ill., commercial zone, over U. S. highway 40, with no 
service at intermediate points; in MC 3566, Sub. 3, as to gen- 
eral commodities, with exceptions, between Bloomington, II1., 
on the one hand, and, on the other, points in the St. Louis, 
Mo.-East St. Louis, I/l., commercial zone, and junction of Illi- 
nois highway 48 and U. S. highway 66; between South Pekin, 
Ill., and Springfield, Ill.; between Morton, Ill., and Lincoln, 
Ill.; between junction of Illinois hgihway 92 and U. S. high- 
way 34, and junction of Illinois highways 2 and 92; between 
Joliet, Ill., and junction of U. S. highways 6 and 330; between 
Chicago, Ill., and Decatur, Ill., serving no intermediate points 
except Springfield, Ill., and with no service at Lincoln or 
Decatur. 


Texas (Fort Worth)—-MC_ 1510, Sub. 27, Southwestern 
Greyhound Lines, Inc., extension. Certificate proposed. Pas- 
sengers and their baggage, express, mail, and newspapers, in 
the same vehicle with passengers, over new U. S. highway 40 
between its point of intersection with old U. S. highway 40 
near Kansas City, Kan., serving all intermediate points, and 
over the new access highway between its junction with the 
new U. S. highway 40 and Victory Junction, Kan., serving 
Victory Junction. 

lowa (Dunlap)—-MC 96144, Sub. 1, C. W. Cornelius, ex- 
tension. Certificate proposed. New furniture and building ma- 
terials, Omaha, Neb., to Dunlap, Ia., and points within 10 
miles thereof. 

New York (Brooklyn)—-MC 94297, Sub. 1, Sol Bershadsky, 
extension. Denial of certificate proposed. Passengers and their 
baggage, in seasonal operation, between New York, N. Y., and 
Lakewood, N. J. 

Arkansas (Fort Smith)—-MC 29910, Sub. 8, Arkansas Mo- 
tor Freight Lines, Inc., extension. Certificate recommended. 
General commodities, with exceptions, between Broken Bow, 
Okla., and DeQueen, Ark., over U. S. Highway 70, serving all 
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intermediate points, conditioned however against the trans. 
portation of shipments between Texarkana, Ark.-Tex., ang 
Idabel and Broken Bow, Okla. 

Indiana (Albany)—MC 5724, Sub. 3, N. S. Craig, exten. 
sion. On finding permanent authority not required by public 
convenience and necessity, recommends that the Commission, 
on its own motion, consider the application as one for tem. 
porary authority and authorize temporary operation, under 
section 210a(a) of the interstate commerce act, as amended 
by the second war powers act of 1942, until Dec. 31, 1944, as 
a common carrier of soda ash, in bulk, from Detroit, Mich., to 
Dunkirk, and Muncie, Ind., and Streator, II]. 

Kentucky (Owensboro)—MC 1014, Sub. 12, Forrest 
Miller, extension. Certificate proposed. General commodities, 
with exceptions, between Vincennes, Ind., and Princeton, Ind 

Ohio (Cincinnati)—-MC 89162, Sub. 1, William J. Penn, ex. 
tension. Permit proposed. Petroleum and petroleum products 
in bulk, between Cincinnati, O., and points in Ind., within 5 
miles of Cincinnati, and between Cincinnati and points in Ky. 
within 100 miles of Cincinnati. The report said this authority 
was not to be understood as duplicating the authority applicant 
now held in MC 89162. 

California (San Francisco)—-MC 78786, Sub. 126, Pacific 
Motor Trucking Co., extension. Certificate proposed. Lumber 
in shipments in excess of 10,000 pounds between Lone Pine Sta. 
tion, Lone Pine, Calif., and Laws, Calif. 

IMinois (Chicago)—-MC 72997, Sub. 4, Liberty Trucking Co, 
extension. Denial of certificate proposed. General commodities, 
with exceptions, between Racine, Wis., and Carrollville, Wis, 
and between the junction of Wisconsin Highway 20 and U. §, 
Highway 41 and the junction of Wisconsin Highway 36 and 
U. S. Highway 41. 

New York (New York)—MC 66562, Sub. 484, Railway Ex. 
press Agency, Inc., extension. Certificate proposed, subject to 
conditions. General commodities moving in express service to 
and from Clarion, Pa., as an off-route point, in connection with 
—_— presently authorized operations in MC 66562, Sub. 
425. 


New Brunswick, Canada (Saint Stephen)—-MC 104321, Harry 
White, common carrier. Certificate proposed. Pulpwood and 
logs from the international boundary of the U. S. and Canada 
to Calais, Vanceboro, and Danforth, Me., via the International 
Gateways at or near those points. 

New Brunswick, Canada (Lawrence Station)—-MC 104337, 
Roy Anderson, common carrier. Certificate recommended. Pulp- 
wood and logs from the international boundary of the U. S. and 
Canada to Calais and Vanceboro, Me., via the International 
Gateways at or near those points. 

Pennsylvania (Pittsburgh)—-MC 77782, Sub. 3, O. G. Tiede- 
man, Ohio Alternate Routes. Certificate proposed. General 
commodities, with exception, between specified points in Ohio. 

New York (New York)—-MC 66562, Sub. 474, Railway Ex- 
press Agency, Inc., extension. Certificate recommended, sub- 
ject to conditions. General commodities, moving in express 
service, between specified points in Ohio. 

Virginia (Winchester)—-MC 31792, Sub. 1, William Hollis- 
Clowser, extension. Certificate proposed. Animal and poultry 
feeds, Frederick, Md., to Winchester, Va. 

Indiana (Indianapolis)—-MC 17793, Sub. 4, Kenneth G. 
Foster, extension. Certificate proposed. General commodities, 
with exceptions, between Greensburg, Ind., and the junction of 
Indiana Highway 46 and U. S. Highway 52 over Indiana High- 
way 46, without service at intermediate points. 

Indiana (Indianapolis)—-MC 17793, Sub. 5, Kenneth G. 
Foster, extension. Certificate proposed. General commodities, 
with exceptions, between points on applicant’s presently au- 
thorized routes, on the one hand, and all points in the Cincin- 
nati, O., commercial zone, on the other. 


CHARLES ZUBIK WATER RIGHTS 

The Commission, by an order in W-364, Charles Zubik 
Common Carrier Application, has denied the petitions of Amer- 
ican Barge Line Co., Union Barge Line Corporation, Greene 
Line Steamers, Inc., Ohio River Co., Mississippi Valley Barge 
Line Co., and Campbell Transportation Co., asking for reopen- 
ing, reconsideration, and a formal hearing. 

The Commission, by division 4, had granted Charles Zubik 
authority to continue operation as a common carrier in the 
performance of general towage between ports and points on 
the Ohio, Youghiogheny, Allegheny, Monongahela, and Kan- 
awha Rivers. Generally the aforementioned petitioners b 


their requests on the ground that no formal hearing had been § 


held, and that the operations of Zubik were exempt under the 
provisions of section 303 (b), (f), and (g) of the act, as having 
involved commodities in bulk, the transportation of liquid 
cargoes in bulk in certified tank vessels, towage service for 
other water carriers subject to the act, towage within a single 
harbor or contiguous harbors but not under common control, 
management, or arrangement, and intrastate towage within the 
limits of the so-called Pittsburgh, Pa., area. 
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freight Rate Increase Removal 


The Office of Price Administration in a statement issued 
for publication May 14 took credit for removal of the increases 
in rail freight rates ordered by the Commission in Ex Parte 
148, effective May 15. f 

More than $350,000,000 would be saved on an annual basis 

American consumers, including the government, and by 
producers, processors and distributors as a result of the Com- 
mission’s decision, said the O. P. A. 

“The reduction,” it added, “was ordered by the Interstate 
Commerce Commission following a petition from the Office of 
Price Administration on the ground that further collection of 
increases granted early in 1942 was unnecessary and inflation- 
ary in effect.” 

In most cases, said the O. P. A., the savings would be 
reflected automatically in reduced prices through the opera- 
tion of the existing maximum price regulations. Added to 
current actions to roll back the cost of living, they would 
contribute substantially to the O. P. A. program to effectuate 
the President’s hold-the-line order, said Price Administrator 
Prentiss M. Brown. 

In from 15 to 20 instances where reductions would not be 
automatic, amendments were being issued to insure that freight 
savings would be passed on to consumers, said Mr. Brown. 
These were mostly in the fields of food, fuel, machinery, and 
industrial materials. 

“In a number of instances,” said the O. P. A., “the saving 
in freight is being left at the producer or processor level to 
ease squeezes between the cost of the raw materials and ceil- 
ings imposed at those levels so that the line may be held at 
the consumer level. These involve mostly industrial producers, 
although in a few instances food processors are involved too.” 


Continuing, the O. P. A. said: 


The $350 million saving is estimated on the basis of interstate and 
intrastate freight rate decréases of about 3 per cent for agricultural 
and animal products and mine products, and 6 per cent for commodities 
generally. The intrastate saving will be accomplished through rate 
reductions that have been agreed to voluntarily by the railroads fol- 
lowing the I. C. C. decision, and in part through action by state com- 
misions. 

The saving in commutation passenger fares is 
although it represents a potential $5 million. 
were not reduced by the April 6 order. 

An indication of the over-all effect of the freight reduction on cost 
of living and other items is to be gained from some of the estimate 
prepared by O. P. A. to guide the works of price executives who have 
combed all regulations to amend them where necessary or advisable. 
The individual estimates, which follow, are generally low because they 
are based on past traffic figures. 

In the field of food generally, including products of agriculture 
used for industrial purposes, and also including fertilizers, the saving 
due to the freight reduction at all levels is estimated to be upward of 
42 million. Grocery products will account for more than $16 million 
of this; poultry, eggs and dairy products for somewhat more than 
$1 million; meats, fats, and oils approximately $6 million; cereals, 
feds, and agricultural chemicals for more than $12 million; and 
general food products, including canned foods, nearly $7 million. 

In most cases the reductions will be carried through to the con- 
sumer automatically, as, for example, in the case of food regulations 
which control prices through establishing dollars-and-cents ceilings at 
the canner or country shipper level and then specify maximum mark- 
ups Over costs for wholesalers and retailers. Such regulations pass 
on the savings in freight after the product leaves the canner or country 
shipper. However, where specific action is required and seems ad- 
visable it is being taken or is planned. 


One of the largest overall savings is in the field of fuel, where it 
is in excess of $54 million. More than $34 million will go to various 
petroleum products, and more than $20 million to solid fuels, of which 
about $18 million is for bituminous coal and $2 million for anthracite. 
These savings will in the main be passed on to consumers. 

In the field of textiles, leather, and apparel savings are estimated 


_ be more than $3.5 million, virtually all of it in the raw materials 
eld. 


Other fields affected show a saving of more than $10 million for 
chemicals and drugs, and $2,600,000 or more in consumer durable goods 
sich as furniture and glass products. 

There are heavy savings in the industrial field, where a large pro- 
jortion will accrue to the government or to industrial consumers. 
Machinery, including automotive equipment, will experience a saving 
£ nearly $13 million; paper and paper products nearly $7 million; 
tubber less than $1 million; and industrial materials such as iron and 
steel, nonferrous metals, building materials and lumber, more than 
$74 million. 

In some instances the savings are dispersed widely and in individual 
cases or for unit prices the effect is not large. In others, however, the 
Savings will prove to be substantial. 

Illustrative of some of the technical changes in regulations, which 
will be issued individually, is a correction in the regulation for proc- 
*ssors of canned fruits and vegetables to adjust freight charges down- 
ward so as to eliminate an added freight charge that was authorized 
following the increase of March 18. Elimination of the increase will be 
required also in provisions covering prices for products in new con- 
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tainer type sizes in the regulations for canned vegetables, canned fruits 
and berries, dried and canned apples and apple products, and for frozen 
fruits, berries and vegetables. Several specifically designated prices for 
corn are being corrected to adjust them to the lower freight, although 


in most instances the reduction here, as in most regulations, is auto- 
matic. 


Specific amendments that are being made include also reduced ceil- 
ing prices for some items of machinery, machinery parts, farm equip- 
ment and ferrous forgings, and for used motor trucks. An amendment 
is being issued to establish lower prices for certain iron and steel prod- 
ucts in specified areas where delivered prices had been increased to 
reflect the March 18, 1942, freight increase. An amendment to make 
sure that the saving is passed on to consumers is being made in the 
regulation covering solid fuels sold and delivered by dealers. This will 
require that by June 1 dealers deduct the freight saving from any of 


their maximum prices for solid fuels that reflect the freight increase 
of March 18, 1942. 


‘Truck Rates 


In the Commission’s Bureau of Motor Carriers it was said 
that there was no general move on the part of the motor car- 
rier industry to reduce rates in order to preserve the relation- 
ship between rail and motor rates which existed before the 
April 6 decision in Ex Parte 148 removed the increases in the 
rail rates. 

It was found in the motor bureau’s special permission 
section that a very small number of applications had been filed 
for permission to publish, on short notice, reductions equal in 
percentages to those in Ex Parte 148. It was pointed out in 
the section that the commodities involved were few and that it 
was obvious they had been selected because there was likeli- 
hood of loss of such traffic to the rails. 

One application, however, on which no action had as yet 
been taken, raised the question of rates in the case of motor 
carriers whose certificates restrict their services to those sup- 
plementary to rail services. It was pointed out in the Bureau 
of Motor Carriers that some of these carriers had motor tariffs 
on file with the Commission carrying rates for motor transpor- 
tation differing from those applying under the rail tariffs where 
the motor transportation was substituted for rail transportation. 
Attention was called to the decision of the Commission, divi- 
sion 4, in MC 50544, Texas & Pacific Motor Transport Co. 
Common Carrier Application (see Traffic World, Feb. 13, p. 
355). In that decision the division ruled that the motor trans- 
port company, a wholly-owned subsidiary of the Texas & Pacific 
Railway Co., must withdraw as party to tariffs containing all- 
motor local or all-motor. joint rates, and must terminate its 
participation in a directory providing for the substitution of the 
train service for motor vehicle service at its option. 

In the bureau its was said that the entire Commission 
would probably be asked to rule on this question, and that, if 
the decision of division 5 in MC 50544 was upheld then every 
motor carrier whose certificate carried the restriction as to 
service supplementary to rail service, might be required to con- 
form to the ruling, in which case all such carriers would 
receive their division for substituted service on the basis of the 
rail rates as reduced in accordance with the recent Ex Parte 
148 decision. 

At the headquarters of the American Trucking Associations 
in Washington it was also said that nothing had been done in 
a general way by the industries looking to reductions to match 
the Ex Parte 148 rail reductions. However, it was said, mem- 
bers of the industry were definitely wondering what would 
happen in the case of government traffic. They were asking, 
it was said, whether government traffic, amounting to 80 per 
cent of the carriers’ business, would continue to be assigned 
to motor transportation in view of the difference between rail 
and motor rates, particularly if the increases being sought by 
motor carrier members of the Middle Atlantic States Confer- 
ence, Inc., were granted. 

This question, it was said at A. T. A., had been put to 
Col. W. J. Williamson, chief of traffic control of the Army 
Transportation Corps, as one which would be asked him when 
he addressed the business development section of A. T. A. at 
the annual spring meeting in Cincinnati, O., May 18. Col. 
Williamson was reported as saying that he would have the 
answer to that question. 


Suspension Asked 


Southern Motor Carriers Rate Conference, and Middlewest 
Motor Freight Bureau have, by telegram, asked the Commis- 
sion to suspend freight forwarder rates published under Special 
Permission No. M-37875, No. 15684, issued in connection with 
the “suspension” order in Ex Parte 148. The special permission 
granted the forwarders authority to publish and file with the 
Commission consecutively numbered supplements to their tariffs, 
or reissues thereof, providing conversion tables and such other 
tables as might be necessary to reduce present rates to the 
extent set forth in an appendix. Such supplements or tariffs 
were permitted to be made effective May 15 on not less than 
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five days’ notice as to publications issued and forwarded to the 
Commission from points on and west of the Mississippi River, 
and points in Wisconsin; and on not less than ten days’ notice 
as to all other publications forwarded from other points. 

In its first telegram, Southern Motor Carriers Rate Con- 
ference asked, because of lack of time, a waiver of rules and 
that the Commission consider the telegram as a petition for 
suspension of publication when made. Freight forwarders, the 
telegram said, had not furnished the conference with copy of 
application, although National, Universal and Acme had been 
requested to do so. It said that the conference was informed 
that “forwarders did not inform motor carriers in tariffs of 
their intention to reduce these rates. This action highly im- 
proper and detrimental to competing motor carriers. Rates to 
be published on varying basis (in accordance with the afore- 
mentioned appendix to the special permission) are unreason- 
able and create discrimination as prohibited by section 404 (a) 
and (b). Urgently request rates published under special per- 
mission to suspended and forwarders required to justify the 
proposed reductions.” 

In a further exchange of telegrams between the conference 
and the Commission’s secretary, the conference was informed 
that National MF-I. C. C. 295 and Universal I. C. C. FF-30 con- 
tained rules holding rail or motor rates as maximum. The 
secretary asked the conference if, in view of the fact that most 
forwarder tariffs provided railroad rates to apply as maxima, 
suspension would not usually result in greater and more numer- 
ous reductions than the tariffs authorized by the special per- 
mission. The tariffs aforementioned were to be “canceled by 
I. C. C.-FF 11 and 32 respectively, effective May 15, which.new 
tariffs provide rates in accordance with formula authorized in 
special permission subject to motor less than carload rates as 
maximum,” the secretary’s wire said. 

In reply, the southern conference wired, among other ob- 
jections to the appendix to the special permission, that the rule 
had been found as to alternation with rail and motor rates 
“where forwarders have no published rates,” but it had found 
no rule “that allows such alteration where forwarders have pub- 
lished class rates. If such rule exists, it is illegal in violation of 
section 405.” 

Middlewest Motor Freight Bureau, in a telegram signed 
by C. E. Bellew, general manager, and addressed to Chairman 
pee ro said that the permission had just been received, and 
continued: 


In my opinion this is the most unreasonable permission ever 
granted by the Commission. It permits prejudices and discriminations 
in violation of section 404 of the act and grants to the forwarders the 
right to select and choose their traffic which is not in the public in- 
terest. Further understand that such action is not being taken in 
all territory but only in restricted territories. Further the permission 
is so short that it does not give competing agencies an opportunity to 
protest the unreasonableness of the tariffs when filed. Request Com- 
mission suspend supplements on own motion and require forwarders to 
justify reductions between online points while holding increases be- 
tween offline points and between offline and online points. Competing 
forms of transportation should be given opportunity to attack such 
publications and demand proof of their reasonableness, but this has 
been denied by the shortness of the special permission. Action of 
the Commission undoubtedly will create chaos within the trucking 
industry and returns rate situation to conditions of 1936 and 1937. 


In a letter confirming the telegram, the Middlewest bureau 
protested against “the removal in part of the Ex Parte 148 
increases by freight forwarders within the territory commonly 
known as Western Trunk Line territory.” The proposed method 
of “hedge-hopping” partial removal of the increases, it said, 
created higher rates at intermediate points, and preferred cer- 
tain key points as against other points within the territory. 

In a later wire, the bureau said that it was protesting 
against Universal Carloading Co., National Carloading Co., 
Acme Fast Freight, Springmeier Forwarding, and Flynn For- 
warding Co., and said that if more time had been required on 
the special permission it was possible the desired information 
as to the maximum rate provision in the tariffs could have been 
obtained. In a reply wire, the Commission’s secretary said that 
the maximum provision was published in Universal’s I. C. C-FF 
30 and National’s MF-I. C. C. 295 


Port Terminal Charges 


The Jacksonville (Fla.) Port Terminal Operators Associa- 
tion petitioned the Commission to exempt port terminal charges 
from the terms of the supplemental report and order of April 
6, in Ex Parte 148, so that the emergency increases might be 
continued in effect as additions to the port charges published 
in Agent Hoke’s Port Charges Tariff, I. C. C. 834. The Com- 
mission denied the petition May 10. 

The petition said that a great deal of rail-water tonnage 
passing through the port of Jacksonville moved on shipside 
rates and that the line-haul common-carrier railroads absorbed 
the port terminal charges out of the line-haul rates when the 
services were performed by the port terminal operators. Some 
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of the rail rates, it said, did not apply to shipside and that op 
such traffic the port terminal charges were assessed in addi. 
tion to the line-haul rates of the railroads. The Jacksonville 
operators were prevented by competition with the railroad 
from charging any higher rates than those published in th, 
Hoke tariff, it said, and that the amounts which the railroag 
absorbed out of the shipside rates were determined by the 
charges published in that tariff. 

The widespread prevalence of unremunerative port ter. 
minal charges was brought to the attention of the Commissioy 
by the War Department and the Shipping Board in the Por 
Charges Investigation, 93, I. C. C. 609, 157 I. C. C. 663, ang 
174, I. C. C. 263, the petition said, and that since the decisioy 
in that case practically nothing had been done to alleviate th 
losses incurred by port terminal operators by reason of the 
depression of such charges through competition between the 
ports. On the other hand, it said, wages constituted the mos 
important item of expense in handling rail-water traffic at th 
ports and in the maintenance of port terminal facilities, anj 


. that these wages had been subject to successive changes up. 


ward in the past ten years. It cited a “representative wage” of } 
cents for certain classes of labor paid in 1928, and which jt 
said had been advanced to an average of about 50 cents a 
hour, with overtime at advanced rates, and with the 40-hou 
week being observed except in emergencies, when overtime 
was paid. 

The petition compared the present charge at Jacksonvilk 
on fertilizer, ‘‘an important commodity at south Atlantic ports’ 
of 35 cents a ton, with the charge of 50 cents at Charleston 
S. C. The Charleston charge, it said, was not subject to th 
Ex Parte 148 increase and would not change as a result of th 
order of April 6, but that the Jacksonville charge would 
reduced to 33 cents, ‘or 17 cents lower than the charge now 
in effect at Charleston, and 17 cents lower than the charge 
which was in effect at all south Atlantic ports in 1921.” The 
handling charges for articles N. P. S. since 1921, it said, had 
remained stationary except for the general horizontal changes 
in rates and charges. 

The operators at Jacksonville, the petition said, had not 
enjoyed the increase in business experienced by the railroad 
under war conditions, but had been laboring under the de. 
pressed and unremunerative charges on the one hand, and pro- 
gressively increased cost of labor and greatly diminished traf- 
fic, on the other. In many instances, it said, out-of-pocket labo 
costs had actually exceeded the revenues derived by the por 
terminal operators from the published port terminal charges 

The subject had been discussed with J. H. Kerr, chairman 
of the Southern Freight Association, it said, and that it was 
believed that the association was sympathetic with the pre- 
dicament of the port terminal operators at south Atlantic and 
Gulf ports, and added it was hoped the railroads would join in 
the petition and express their willingness to continue the emer- 
gency increases in port terminal charges after May 15. This, 
it said, would in no degree influence any price levels of com- 
modities or tend in any way towards price inflation, in the 
belief of the petitioners, nor, it said, did petitioners believe 
that users of their facilities would object to continuation of 
the emergency increase in port terminal charges. 


Changes and Additions 


A. F. Cleveland, vice-president of the Association of Ameri- 
can Railroads, has submitted to the Commission a number of 
additions and changes to the list of rates and the list of transi! 
privileges on which it was desired to continue the Ex Parte 14 
increases (see Traffic World, May 8). 


With respect to the rates set forth in the list—No. 44300— 
the changes are: Item No. 6(h) added to include rates on sul- 
phuric acid, in tank cars, from Cuba City, Wis., to Seneca, Ill, 
requested by an agency of the government operating an oré- 
nance plant; item No. 3, amended to add after the word “tel 
ritories” the phrase, ‘‘also within and between points in westert 
trunk line and southwestern territories;” item No. 30 amended 
to change the description “manganese metals” to read “mag- 
nesium metals,” and to add, “from Mead, Wash., to Grays Har- 
bor, Wash.;” and item No. 17 amended to change the desctip- 
tion “managanese hydroxide” to read “magnesium hydroxide. 

As to list No. 44295, relating to transit privileges, item No. 


5 thereunder has been amended by the addition of the follow ~ i 


ing fibres: Lechuguilla, pita, and zacaton (Mexican rice root). 

Mr. Cleveland said that, so far as he was advised, these 
changes completed the list of rates and transit charges on which 
the railroads intended to continue in effect, without suspensio?, 
the increases authorized originally in Ex Parte 148. 


Forwarder Tariffs Suspended 


The Commission May 14, in I and S. No. 5225, suspended 


for 30 days, or until June 15, all tariffs and supplements fil 
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by all forwarders proposing changes based on the railroad Ex 
Parte 148 reductions, other than those to and from Pacific 
cast states (west of Arizona and Colorado), and required that 
the rates and charges in effect May 14 be continued in effect 
without change in the period of suspension. 

Simultaneously, the Commission denied an application of 
Acme Fast Freight, Inc., and other forwarders proposing to 
change, On one day’s notice, tariffs filed on 10 days’ notice under 
special permission No. 15624, M-37875 reducing some rates 
approximately 6 per cent, others approximately 3 per cent, and 
still others not at all, published to meet competition of rail- 
roads. Whose less-carload rates were being reduced 6 per 
cent effective May 15. The application proposed to omit all 
reductions published to apply to, from, and between points in 
Southern Territory and within Western Trunk Line Territory. 
The application was filed to meet objection of the Southern 
Motor Carriers’ Rate Conference and Middlewest Motor Freight 
Bureau. The Commission said that, because of the late filing 
of the application, there was inadequate opportunity for it to 
obtain the reaction of the public thereto. 


Truck Rate Increase 


The central committee of the Central States Motor Freight 
Bureau, at a meeting in Chicago this week, had under consid- 
eration recommendations of the bureau’s standing rate com- 
mittee on proposals to increase rates on all truck shipments 
weighing 2,000 pounds and less by 10 cents a hundred pounds. 
The standing rate committee had recommended applying what- 
ever increase the central committee might decide to be neces- 
sary to all less-truckload and any-quantity shipments regardless 
of volume (see Traffic World May 1, p. 1029). 

The action of the central committee was to consolidate the 
two dockets containing the proposal (Nos. 8078 and 8079) with 
the bureau’s docket No. 8127, which proposed to make the 10 
cent increase applicable on all shipments weight 5,000 pounds 
or less. The latter proposal was on the docket of the standing 
rate committee for hearing May 12. The central committee 
instructed the standing rate committee to develop views of 
shippers and carriers on the increased weight limit and to 
submit new recommendations on the basis of the information 
gathered with reference to all three docket items. These recom- 
mendations, according to the action of the central committee, 
would be considered by it at its next regular meeting in June, 
or at a special meeting before the regular meeting. 

Among trucker members of bureau the feeling still pre- 
vailed that some way would have to be found to increase 
revenues in view of continuing reports of increasing operating 
costs that, in some instances, were raising the operating ratio 
close to or beyond 100 per cent. Some held to the opinion, 
however, that a measure of help might be found in the increase 
in minimum charges for each shipment to $1.25, tariffs covering 
which were dated to go in effect May 22. There was a fair 
prospect that, should those tariffs be permitted to go in effect, 
further action on the proposals for the 10-cent increase would 
be held in abeyance. Officials of the bureau held a number of 
conferences with shippers in the territory this week in an 
attempt to persuade them not to seek suspension of the mini- 
mum charge increase. As the effective date of the increase 
approached, the only protest to be filed was that of the O. P. A. 
A committee of the Industrial Traffic Council of the Chicago 
Association of Commerce, after conference with bureau officials, 
recommended to a meeting of the council, May 13, that no 
request for suspension be filed with the Commission, providing 
the bureau amended the rule, as filed, so as to provide for a 
minimum charge based on the weight of the shipment at the 
established rate for the commodity with $1.25 as a minimum. 
As filed, the rule provides for a minimum charge of 100 pounds 
at the first-class rate, with $1.25 as a minimum. It was also 
reported, at the council meeting, that the board of directors of 
the Central States Motor Freight Bureau had ordered placed 
on the docket of its standing rate committee, for hearing June 9, 
a proposal to alter the rule as requested by the council com- 
mittee. In view of this, the council voted not to file a protest 
against the pending tariffs. 

Three witnesses appeared at the hearing of the standing 
rate committee, May 12, to protest against the proposal to 
increase the maximum weight of shipments against which it 
was proposed to apply the 10-cent increase. They represented 
the Bendix Aviation Corporation, the Louisville Board of Trade 
and the Allis Chalmers Company. What they said followed in 
the main what was said by protestants when the original docket 
items were considered last month (see Traffic World April 17, 


| P. 906), to the effect that the proposal, if adopted, would dis- 


criminate against small shippers. J. D. Dillon, for the Bendix 
Corporation, said that the concentrating of the increase on 
shipments below a specified maximum weight meant that small 
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shippers would hold their goods until a quantity sufficient to 
weigh enough to be exempt from the increase had accumulated. 
The result would be delay in the shipment of many vital war 
materials, said he. To the extent that the proposal under 
consideration was intended to raise the upper limit of the 
weights on which the increase would be assessed from 2000 to 
5000 pounds, he said, that tendency would be accentuated. 


Effect of Ex Parte 148 Reductions 


Refusal by the Commission to exempt all less-carload and 
any-quantity rail rates from its order requiring removal of the 
Ex Parte 148 increases (see Traffic World May 8, p. 1083), 
caused uncertainty in the minds of shippers as to whether the 
trucks would parallel the reduction the railroads were required 
to make effective May 15. In Central Territory there was no 
move on the part of the trucks to make the reductions. At the 
Central Motor Freight Association offices, where the gathering 
of revenue statistics of individual truckers has been under way 
for several months, it was said that the approximate 6 per cent 
involved in the Ex Parte 148 margin of the rates meant the 
difference between black and red in the operating statements 
of many of the trucking operations in the territory. For the 
time being, at least, representative operators said, it would be 
best to leave the truck rates at their present level. If the rate 
reductions by the railroads eventually drew too much desirable 
traffic from the trucks, the matter would have to be re-exam- 
ined to decide whether the loss of traffic or the reduction in 
revenue from the elimination of the Ex Parte 148 increases 
from the truck rates was the lesser of two evils. The feeling 
of uneasiness among the truckers was apparent to anyone 
having contact with them. In some instances that feeling seems 
to border on a conviction that there would not be much use 
trying to continue service unless a way were found to insure 
sufficient revenues to meet expenses. 

In a bulletin to its members, the Industrial Traffic Council 
of the Chicago Association of Commerce, said that motor carrier 
rates were “likely not to be reduced.” The sentiment in Central 
Territory was “that the financial condition of motor carriers 
is such that it will be necessary for them to continue the present 
level of rates even though such rates would be higher than 
those applicable via rail carriers,’’ said the bulletin. 


Live Stock-Meat Rate Spread 


Proposed lowering of freight rates on meats, including pack- 
ing house products, from the corn belt to the Pacific coast, 
without a corresponding lowering of the rates on live stock, 
has been protested in a letter received by Dewey C. Wayne, 
chief of the O. P. A. transportation branch, from Arthur M. 
Geary, attorney for Farm Rate Council (Oregon, Washington, 
Idaho and Montana) and the Northwestern Livestock Shippers 
Traffic League. Mr. Wayne said no action had been taken (see 
Traffic World, April 10, p. 876). 

Mr. Geary said the proposal “looks like a scheme to further 
‘bottle-up’ western live stock and place both the live stock pro- 
ducer and the meat consumer under the thumb of large meat 
packers and stockyards that have headquarters in the mid- 
west.” 

“Rather than a reduction in westbound meat rates,” said 
he, “we submit that a reduction in live stock rates, throughout 
the western district, would make the rationing of meat operate 
more smoothly, because lower freight rates on live stock would 
permit live stock to be drawn freely to every slaughtering plant 
and packing plant and thereby assure utilization of all plants— 
large and small—in the slaughtering and processing of the ex- 
pected large volume of live stock.” 

It should be emphasizéd, said he, that free trading in live 
stock was dependent on there being relatively low freight rates 
on live stock and relatively high rates on meat. 

Western live stock was now (since February 1) “bottled 
up” by unjustly discriminatory rates, against the west and in 
favor of the south, said Mr. Geary. Charges on a 24,000 pound 
carload of cattle, from Wichita Union Stock Yards, Kan., to New 
York, for example, were about $40 higher than the freight 
charges on a smiliar shipment from Baton Rouge, La., to New 
York, for approximately the same distance. 

Mr. Geary sent copies of his letter to James F. Byrnes, 
economic stabilization director; Director Eastman, of the O. D. 
T.; Chester C. Davis, war food administrator; G. Lloyd Wilson, 
director of the O. D. T. division of rates, and Nelson Lee Smith, 
chairman of the Board of Investigation and Research. 


POULTRY, ARKANSAS TO CHICAGO 
The Office of Price Administration has asked the Com- 
mission to order suspension of the expiration date of May 31, 
contained in notice 7 to section 20-B, supplement 21 to Rail- 
way Express Agency Tariff I. C. C. 4022, and Tariff ME- 
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I. C. C. No. 3572. This notice, said O. P. A., provided that 
rates in section 20-B, on live poultry and live pigeons (except 
racing or homing pigeons) would expire May 31, unless sooner 
cancelled, changed or extended. The rates covered poultry 
movements from Arkansas to Chicago, and O. P. A. said that 
Railway Express Agency in its notice to the price administrator 
said that the rates were established to become effective May 
23, 1941, with the purpose of assisting Arkansas poultry ship- 
pers to reach the Chicago market. However, it said, the rates 
had not accomplished this according to the express agency, 
and that the agency had said it did not expect any appreciable 
amount of business in the near future. 

Quoting poultry production figures for Arkansas, the 
O. P. A. said the increased production of poultry in Arkansas 
during 1943 was likely to increase shipments to Chicago from 
Arkansas. Poultry was an essential cost-of-living item, it said, 
which had become vastly important because of the shortage 
of meat for civilian consumption. It was, therefore. particu- 
larly important to avoid any increase in transportation cost 
which would result in an advance in the price of poultry, said 
O. P. A., and that, having investigated the effect of the proposed 
increased rates, resulting from expiration of the present rates, 
it had concluded that the increases would adversely affect the 
stablization program. 


oO. P. A. TRUCK RATE ORDERS 


The Office of Price Administration has granted authority 
to J. J. Schaefer Trucking Service, Inc., of Bronx, N. Y., to sell 
and deliver motor contract carrier services at prices not to 
exceed 10 per cent above the maximum prices established by 
that carrier in March, 1943, on and after May 7. 

The O. P. A. has issued an order permitting Frank Dibert, 
of Joplin, Mo., to sell and furnish motor contract carrier serv- 
ices in connection with the transportation of lead and zinc con- 
centrates from, to and between points in Kansas, Oklahoma 
and Missouri at prices not to exceed 55 cents a ton. The order 
became effective May 11. 


oO. P. A. AND COAL TRANSPORT COSTS 


With the explanation that its action broadens the defini- 
tions of those eligible to apply for compensatory adjustments 
on transportation costs of coal received in New York and the 
New England states, the Office of Price Administration has 
issued amendment No. 7 to its compensatory adjustment regu- 
lation No. 1, relating to wartime increases in the cost of trans- 
porting coal due to disruption of coastwise shipping. 

By terms of the amendment, the list of “eligibles” for com- 
pensatory adjustments is enlarged to include municipally 
owned public utilities, and schools, colleges, hospitals and simi- 
lar institutions not supported by funds from the federal or 
state governments or any of their political subdivisions. 

“It is further provided,” said the O. P. A., “that certain 
dock operators whose transportation costs for southern bitu- 
minous coal received by tidewater transshipment from Hampton 
Roads during the period December 15-31, 1941, were abnormally 
and substantially higher, because of wartime shipping condi- 
tions, than those of their competitors, may apply for a special 
adjustment based on the transportation costs incurred during 
that period by a competitor unaffected by these conditions.” 


FINANCE APPLICATIONS 


Finance No. 14214, Clearfield &.Mahoning Railway Co. and Buffalo, 
Rochester & Pittsburgh Railway Co., ask jointly for authority on the 
part of the C. & M. to extend the maturity date of its first mortgage 
bonds, in the amount of $650,000, from Jan. 1, 1943, to Jan. 1, 1957, 
at 4 per cent interest, the present rate being 5 per cent, and on the 
part of the B. R. & P. to guarantee payment of principal and interest 
on the bonds as extended. The application said that the extension was 
provided for in the lease under which the B. R. & P. originally leased 
the C. & M. line, and that the Baltimore & Ohio Railroad Co., which 
operated the B. R. & P., and which owned $646,000 of the total of 
$650,000 of the C. & M. bonds, had agreed to the extension and its 
terms. 

MC F-2193, Delaware River Coach Lines, Inc., of Jersey City, N. J., 
asks authority to purchase certain operating rights and equipment of 
Lehigh Valley Transportation Co., of Allentown, Pa. 

MC F-2194, David C. Hall, dba D. C. Hall Motor Transportation, of 
Ft. Worth, Tex., asks authority to purchase certain operating rights 
and equipment of Reves Jordan, dba Jordon Truck Line, of Monroe, La. 

MC F-2195, Paul R. Davis, dba Avoca Transit Lines, of Harlan, 
Ia., asks authority to lease certain operating rights of Interstate Transit 
Lines, of Omaha, Neb. 

MC F-2196, John Suwak, dba Suwak Trucking Co., of Washington, 
Pa., asks authority to purchase certain operating rights of Higley For- 
warding Co., of Akron, O. Attached to the application was a petition 
to vacate the Commission’s order of Oct. 30, 1942, which authorized 
suspension of operations at certain Pennsylvania points by Higley For- 
warding Co., in MC 30266. 

MC F-2188, Airline Motor Coaches, Inc., of Nacogdoches, Tex., asks 
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authority to purchase the operating rights of J. L. Hunt, dba Hunt 
Motor Coaches, of Longview, Tex., and all equipment. 

Finance No. 14208. Baltimore & Ohio Railroad Co. asks authority 
to issue not to exceed for the present $3,500,000 equipment trust cer. 
tificates, series M. The proceeds of the certificates are to be used to 
acquire the portion of equipment expected to be delivered in the near 
future, the aggregate cost of which is not to exceed $10,767,244.89, 
involving three Diesel freight locomotives, 15 Diesel switching loco. 
motives, 20 Mallet freight locomotives, and 965 composite hopper cars, 
The certificates will provide for dividends at a rate not to exceed 3 
per cent, from May 1, 1943, and are to be issued in denominations 
$1,000, with twenty semi-annual maturities. 

MC F-2182, George H. Mickow dba Hammond Motor Express, of 
Hammond, Ind., asks authority to purchase certain operating rights 
of D. Graff & Sons, of Kalamazoo, Mich., and temporarily to operate, 

MC F-2183, Dakota Transfer & Storage Co., of Minot, N. D., asks 
authority to purchase certain operating rights of Harry Jaffa, dba 
Jaffa Transportation Co., of Minneapolis, Minn., and temporarily to 
operate, 

MC F-2184, H. M. Turner Trucking Corporation, of Martinsville, 
Va., asks authority to purchase certain operating rights of Guy M, 
Turner and Frank B. Turner, dba Turner’s Transfer, of Greensboro, 
N. C., and temporarily to operate. 

MC F-2185, Watson Bros, Transportation Co., Inc., of Omaha, 
Neb., asks authority to lease with option to purchase certain operating 
rights of Freight, Inc., of Akron, O., and temporarily to operate. 

MC F-2186, Harry G. Masser, dba Masser Motor Express, of Hagers- 
town, Md., asks authority to purchase certain operating rights of Mary 
Wenzel, executrix of the estate of Charles J. Wenzel, deceased, dba 
Triangle Transportation Co., of Newark, N. J. 

MC F-2187, B. & S. Cartage Co., Inc., of Chicago, Ill., asks av- 
thority to purchase certain operating rights of D. Graff & Sons, of 
Kalamazoo, Mich. 

Finance No. 14210, Fort Worth (Tex.) Live Stock Handling Co. 
asks authority to acquire by lease, and to operate, the railroad prop- 
erties now owned, and formerly operated, by the Fort Worth Stock 
Yards Co., consisting of all of the railroad live stock chutes, chute- 
pens, chute-alleys, docks, and certain holding pens, with the usual 
appurtenances. The application said that, by reason of the Commis- 
sion’s decision in Ex Parte 127, Status of Public Stock Yard Companies, 
245 I. C. C. 241, that loading and unloading of live stock transported 
by railroad constituted stock yard companies which perform such serv- 
ices as railroads within the meaning of the act, the Fort Worth Stock 
Yards Co. had entered into a conditional lease with the applicant for 
the aforementioned facilities, because it did not desire to be classed 
as a railroad for any purpose. 

Finance No. 14211, Stockyards Service Co. of St. Joseph, Mo., asks 
authority to acquire by lease, and to operate, the railroad properties 
now owned, and formerly operated, by the Saint Joseph Stock Yards 
Co., in a petition identical with that in Finance No. 14210. 

MC F-2189, Davidson Transfer & Storage Co., Baltimore, Md., asks 
authority to purchase all operating rights of American Transfer Co., 
also of Baltimore, and temporarily to operate. 

MC F-2190, C. B. Fischbach, dba Fischbach Trucking Co., of Akron, 
O., asks authority to purchase certain operating rights of William J. 
Cannata, dba Cannata Trucking Co., of Columbus, O. 

MC F-2191, Pacific Motor Trucking Co., of San Francisco, Calif., 
asks authority to purchase certain operating rights and equipment of 
Holmes Express, also of San Francisco. 

MC F-2192, Santa Fe Trail Transportation Co., of Wichita, Kan., 


asks authority to purchase certain operating rights of Keystone Freight 
Lines, of Tulsa, Okla. 


SUSPENDED TARIFFS 


In I. and S. No. 5222, the Commission has suspended from 
May 10 until Dec. 10 the operation of certain schedules as pub- 
lished in supplements Nos. 14 and 15 to Denver and Rio Grande 
Western Railroad Company’s tariff I. C. C. No. 715. The sus- 
pended schedules propose to establish out-of-line and back-haul 
charges on carload shipments of fruits, vegetables, cocoanuts 
and coffee from origins in Colorado and New Mexico when 
reconsigned at points on the D. & R. G. W., Denver to Trinidad, 
Colo., inclusive. 

The Commission, by an order in I. & S. No. 5223, Citrus 
Fruit, Florida to Southeast, has suspended from May 14 until 
Dec. 14 the operation of certain schedules as published in sup- 
plement 11 to Agent R. H. Hoke’s tariff I. C. C. No. 642 and 
MF-I. C. C. No. 150. The tariff was suspended on protest of 
Growers & Shippers League of Florida and Florida Citrus 
Commission, jointly; Office of Price Administration; Bemis Bro. 
Bag Co., Chase Bag Co., and Fulton Bag & Cotton Mills, 
jointly; and Food Distribution Administration of the Depatt- 
ment of Agriculture. 

The general position of the protestants was that the pro- 
posed schedules reduced the differential which had long existed 
between rates in ventilated box cars and rates in refrigerator 
cars on Florida citrus to points in the southeast (see Traffic 
World, April 24, p. 977). 


FREIGHT INTERCHANGE AT BOSTON 
At the request of the War Department, the Maritime Com- 
mission has issued an order in No. 617, Interchange of Freight 
at Boston Terminals, extending to July 12 the time within which 
Boston Tidewater Terminals, Inc., must comply with the com- 


mission’s order requiring the establishment of a wharfage 
charge on railroad freight. 
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(lass Rate Restrictions 


Setting forth the progress it has made in an effort to 
bring about a uniformity of class rate restrictions or “stops,” 
the Middle Atlantic States Motor Carrier Conference has peti- 
tioned the Commission for an indefinite postponement of the 
hearing in MC C-360, Minimum Class Rate Restrictions in Cen- 
tral and Eastern States, now scheduled for May 25, at Pitts- 
burgh, Pa. The conference further asked that the proceeding 
be held open for further consideration after publication of the 
proposed changes brought about by its efforts. The action fol- 
lowed recent denial by the Commission, division 2, of a peti- 
tion of the Middle Atlantic conference and Eastern-Central 
Motor Carriers Association, for discontinuance of the proceed- 
ing (see Traffic World, April 24, p. 974). 

The petition said, as had the previous petition for discon- 
tinuance, that the reasonableness of the basic rate table “stops” 
could be fairly and satisfactorily determined only on evidence 
of the same character as must be introduced by the industry 
in MC C-150 and MC C-200, involving respectively the nation- 
wide motor freight classification and all motor carrier class 
rates in territories east of the Rocky Mountains. The operating 
cost studies which would be the principal evidence in those 
proceedings, it said, had been made in part at very high cost 
to the industry, but could not, in their unfinished form, be in- 
troduced into this proceeding “without grave danger of preju- 
dicing the case of the entire motor carrier industry in the gen- 
eral investigation cases, which are now expected to be heard 
wihin two or three months.” The conference said it could not 
understand the need for going forward with MC C-360, since 
the same field would be covered in the general investigations 
and that “undoubtedly minimum rates for motor carrier trans- 
portation” would be either prescribed or indicated in the gen- 
eral investigations. 

One of the appendices to the petition listed all of the items 
in the conference Tariff 11-D, MF-I. C. C. No. A-102, containing 
individual carrier restrictions on Middle Atlantic intraterri- 
torial traffic, with the names of the carriers for whose accounts 
the items were published, and the disposition proposed to be 
made of each item. Exclusive of Item 5, which the petition said 
was published for all carriers, there were 151 items published 
for account of that many carriers. Of these, it said, 120 car- 
riers had indicated their willingness to accept the uniform 
“stops” and have their items completely cancelled. The con- 
ference said it was continuing its effort to have at least some 
of the 31 carriers which had so far been unwilling to accept the 
uniform “stops” withdraw their objections, and that it believed 
most of them would do so. 

Other appendices showed the present minimum classes 
under the application of the class rate tables in the several 
tariffs published by the conference applicable within Middle 
Atlantic territory, together with proposed minimum classes for 
single-line, two-line and three-line hauls; amounts in cents for 
100 pounds for varying distances as divisions to and from inter- 
change points in joint two-line hauls under the proposed mini- 
mum rates, compared with minimum rates on local movements 
to and from the same interchange points; divisions and rates 
of the same character to illustrate the results of the proposed 
minimum rates for joint three-line hauls; the effect of the can- 
cellation of the individual items of 15 representative carriers 
and the application thereafter of the uniform rate “stops’’; and 
the proposed publication form of class rate tables. 

The petition said that the uniform “stops” for single-line 
hauls were not represented as perfectly adjusted. But, it said, 
as they had been in effect without substantial chance since 
April 1, 1936, and the business of the carriers in the territory 
had been in great measure adjusted to them, any change, espe- 
cially where there was a heavy volume of business, might have 
serious consequences, “especially at this time when the revenue 
situation is a most precarious one.” 

There would seemingly be substantial increases in the 
rates for joint hauls via carriers which did not now have indi- 
vidual restrictions, the petition said, but as a practical matter 
this would not be the case because there was no joint-haul 
traffic of consequence which did not move in part over one of 
the 151 carriers having individual “stops” governing the through 
movement. Therefore, it said, the increases would be only a 
Paper” character. Because much of the joint-haul traffic was in 
connection with one or more of the 151 carriers, it said, the 


| Teductions would be of considerable importance. 


The minimum class rates for joint two-line and three-line 
hauls, it said, were based on giving each carrier, as its division, 
revenue which would approximate “something slightly less than 
its revenue under its lowest local rates to and from interchange 
points.” This revenue might be slightly less, it said, only be- 
Cause of the possible terminal economies at interchange points. 
Any stops for joint-haul traffic, said the petition, must of neces- 
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sity result in divisions which would in many cases differ widely 
from local rates. 

The conference said it was not in a position to submit in 
final and detailed form the disposition to be made of the “stops” 
applying on overhead traffic between Middle Atlantic and New 
England territories. Much progress had been made, however, 
it said, in getting an agreement to uniformity which would re- 
sult generally in reduced “stops” for joint-haul business and 
that they would be worked out on the same principles as those 
observed in Middle Atlantic territory. 

The petition said that, if the request for indefinite post- 
ponement was granted, the proposed class “stop” uniformity and 
other changes outlined would be immediately put into tariff 
form and filed with the Commission. 


G. N. Switching Practice Question 


The Great Northern Railway Co. has filed a petition for 
postponement of the effective date (June 21) of the order of 
division 3, and for reconsideration by and re-argument before 
the entire Commission of the decision in No. 28536, Albers 
Bros. Milling Co. vs. Great Northern Railway Co. and the 
Northern Pacific Terminal Co. of Oregon. 

In its decision, the petitioner said, division 3, with Com- 
missioner Johnson dissenting, found that defendant’s practice 
of limiting the delivery of carload freight on its line haul rates 
to industries on its tracks, by refusing to absorb the switching 
charges to an industry on a connecting line, was unduly preju- 
dicial when delivery was made by the connecting carrier at a 
station beyond, to an industry on its tracks without the addition 
of a switching charge to the line haul rate. The proceeding 
involved charges sought to be collected on wheat, in carloads, 
shipped from Odessa, Wash., to Portland, Ore., such charges 
resulting from a line-haul rate of 25 cents and a switching 
charge of $6.44. Division 3 found the charges applicable; ap- 
plicable charges not unreasonable and not unjustly discrimin- 
atory, but unduly prejudicial to the extent they exceeded those 
on like traffic to industries in East Portland, Ore. 

The petitioner declared that if the decision were allowed 
to stand, present absorption practices would eventually have to 
be discontinued by it and all other railroads at Portland, and 
on all traffic on all railroads throughout the west. That, it said, 
for the reason that if it violated section 3 for a carrier to make 
delivery on its own trackage at a station beyond, without the 
addition of a switching charge, while it refused to absorb non- 
competitive switching at an intermediate station, it must “cer- 
tainly follow that to absorb competitive switching at a station 
beyond similarly does so.” Such a requirement of absorbing 
connecting line switching would, in addition to upsetting the 
long established switching rules and practices of all western 
railroads, the petitioner said, overrule a long line of the Com- 
mission’s cases. 





Live Stock to and from the South 


New England and eastern trunk lines have petitioned the 
Commission for modification of its order in I. & S. 4779, Live- 
stock to and from the South, and related cases, to permit the 
method of publication of rates proposed in the petition to points 
in New York city and its environs, to Long Island points, points 
in northern New Jersey, and to points in New England. _ 

In its order, the petion said, the Commission required 
among other things, that rates for the transportation of live- 
stock from points in southern territory to points in official 
territory be reduced so as not to exceed a mileage scale “there 
set forth.” The instant petition asks the Commission to modify 
its order to permit publication of rates to the New York city 
points based on distances computed 10 miles over the distance 
to the rail terminus in New Jersey, or New York city, to which 
the short line distance is figured. With reference to Long Island 
point, the petition said that the decision in Eastern Class Rate 
Investigation, 164 I. C. C., 317, designated four groups of sta- 
tions on Long Island, as A, B, C, and D. Group A points, the 
petition said, were included in the New York city area. But, as 
there were no receivers of livestock at destinations in the Long 
Island groups B, C, and D, it asked modification of the order 
so that publication of rates to these stations would not be 
required. 

To New England points, where the routes required an in- 
terchange by carfloat movement across New York Harbor, or 
partly by carfloat and partly by rail, the petition asked modifi- 
cation of the order to permit publication of rates based on 
distances computed by the addition of 30 miles to the all-rail 
distances to the New Jersey railhead and from Harlem River, 
N. Y., where the rate-making distance was figured over the 
New Haven; and, where the distance was figured over the New 
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York Central, by the addition of 20 miles to the all-rail dis- 
tances to the New Jersey railhead, and from 60th street, New 
York. These rates, it said, would conform to the formula con- 
tained in modified finding No. 15 in Eastern Class Rate Investi- 
gation, 171 I. C. C. 481. 

In support of the proposals, the petitioners relied mainly 
on the Commission’s decision in the Eastern Class Rate Investi- 
gation, and in Iron and Steel Articles, 155 I. C. C., 517, in 
which the Commission had made similar findings. The fairness 
of the distances allowed by the Commission, the petition said, 
was attested not only by the fact that they were prescribed in 
“these important cases,” but by the fact that in the Eastern 
Class Rate Case they were supported by the Port of New York 
Authority, and that in the Iron and Steel case there was prac- 
tically no opposition thereto. Some method of figuring these 
distances must be used, it said, and that the practical one to 
use was that prescribed in the aforementioned cases. 


Live Stock Transit Balance 


Briefs have been filed by the defendant rail carriers, and 
by Armour & Co. and Wilson & Co. jointly, complainants, re- 
spectively, in No. 28919, and No. 28929, involving claims for 
reparation. The dispute centers around the correct rate to be 
applied to shipments of live stock from Michigan and Ohio 
points to the east, following a prior rail movement from western 
origins. 

The railroads contended that the sole point at issue was 
whether the complainants were entitled to the feeder-stocker 
rate basis up to Chicago or the Mississippi River, instead of the 
fat cattle rate actually assessed because the shipments had 
moved to a live stock market point (New York City or Balti- 
more) to which the feeder-stocker rates, under the prohibition 
of the western lines tariffs, would not apply, citing item 30 in 
Agent Peel’s Tariff I. C. C. No. 2590. The railroads said that, 
as in no instance were there applicable from origin points to 
final destination any joint or through rates, no liability could 
attach to them for any unlawfulness in the western roads’ 
tariffs. So far as the defendant lines were concerned, the brief 
said, their only interest in the controversy regarding interpre- 
tation of the western lines’ tariff was that of “one charged with 
the duty of collecting the proper amount of charges due under 
tariffs of connecting lines. . . .” The defendant lines introduced 
an informal ruling of the Commission’s secretary which, the 
brief said, entirely directed their course of conduct. 

The brief of the complainants, using as an example a ship- 
ment of cattle from Brady, Tex., to Clinton, Mich., with transit 
at that point and subsequent shipment to New York City, said 
that under the tariff of the New York Central, the rate balance 
out of Clinton on any shipment which had moved into Clinton 
from Chicago, California, Texas, Montana, or anywhere west 
of the Mississippi River was always the rate balance under the 
fat cattle rate from Chicago to the final destination, applied 
through Clinton. The rate from Chicago to New York, it said, 
was 54 cents. The rate from the basing point, Chicago to Clin- 
ton, was 24 cents, it said, adding that under this tariff “the 
applicable rate balance was 30 cents.” The brief said that the 
New York Central held itself out to any shipper from Clinton 
to haul cattle which had come to Clinton from any point on or 
west of Chicago, or the Mississippi River, otherwise eligible to 
be stopped at Clinton, from Clinton to New York for 30 cents. 
This obtained, it said, whether a shipment undercharged or 
overcharged moved into Clinton, whether a shipment of fat 
cattle moved into Clinton at the stocker rate, or whether a ship- 
ment of stocker cattle moved into Clinton at the fat cattle rate. 
In effect, the brief said, the New York Central offered to haul 
the shipment from Clinton to New York for the balance of the 
rate from Chicago, whatever the inbound or total through 
rate was. 

Even if the Commission found that the independent move- 
ment made by Armour & Co. (that company having first pur- 
chased the cattle at Clinton), changed the real destination of 
the original shipment, not made by Armour, from Clinton to 
New York, and thereby created an undercharge in the rate 
assessed by the western carrier on the inbound move into Clin- 
ton, the brief said, that undercharge was not due from Armour. 
It was due, it said, from the person who had a transportation 
contract with the western carrier. 


UNITED VAN LINES RIGHTS 


United Van Lines, Inc., has petitioned the Commission in 
MC 67234, United Van Lines, Inc., St. Louis, Mo., Common Car- 
rier Application, to further extend the effective date of its order 
of Dec. 28, 1942, for a sufficient length of time to allow the 
Commission to determine the issues in MC 67234, Sub. 1, an 
extension application. The petition said that the order of Dec. 
28 was to have become effective Feb. 27, 1943, and was later 
extended to become effective May 15. 
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The order of Dec. 28 denied a certificate or permit under 
the “grandfather” clause to operate as a common or contract 
carrier of household goods between points in the U. S. The 
accompanying report said that the applicant, engaged in opera- 
tion by means of leased vehicles, had failed to establish that 
the vehicles were operated under its direction and control, and 
under its responsbility to the general public as well as to the 
shipper, citing Dixie Ohio Express Co. Common Carrier Appli- 
cation, 17 M. C. C. 75. . 

The petition said that the examiner’s report in MC 67234, 
Sub. 1, had recommended issuance of a certificate of public con- 
venience and necessity, and that United had “every reason to 
believe” that this recommended report and order would be 
adopted by the Commission, in which event, it said, applicant 
would be vested with the same authority it claimed under the 
“grandfather” clause. A cessation of one day’s operation, it 





said, would cause United irreparable injury, while no harm or } rule, 
injury could come to protestants by the further extension of | objec 
time requested. It w 
Raa RE Peng REA asses 

TOBACCO, WINSTON-SALEM TO BUFFALO frequ 

“The motor carriers of this country are hard pressed finan- | head 
cially, due to the war, and it is improper for any motor carrier of th 
to reduce any rate at this time unless there is shown good rea- | said. 
son for the same.” adm 

Thus, declares the Southern Motor Carriers Rate Confer- | mont 
ence in a petition asking the Commission to suspend a proposal | thou. 
of Pilot Freight Carriers, Inc., to establish in item 20 of its} the 
freight tariff MF-I. C. C. 6 a reduced rate of 86 cents, minimum | nati¢ 
22,000 pounds, on manufactured tobacco, from Winston-Salem, }| tion. 
N. C., to Buffalo, N. Y. The petitioner said respondent’s present | tarif 
rate of 95 cents, minimum 20,000 pounds, while its present | for 
rate was 95 cents, minmum 18,000 pounds. whil 

The petitioner said it was unable to ascertain the purpose ] tore 
of this reduction except that it was published for the purpose 
of obtaining favor with the ‘‘shipper,” in order to obtain traffic | Pror 
that was now moving by members of the conference. It said it | “Ho 
realized that at present respondent’s minimum weight was 4,000 }| Rat 
pounds higher than the minimum weight maintained by it, “and ] able 
we would have no objection to respondent publishing a rate of 
95 cents per 100 pounds on a minimum weight of 18,000 pounds.” 

If the proposed rate became effective, petitioner said undoubt- 
edly the business of the shipper would be transferred to the }| one 
respondent, and probably even a reduction in the rates of the | and 
conference carriers would not succeed in regaining this traf- | port 
fic, adding that it could not see that such reduction would | mor 
assist the war effort in any way. com 
rete incre port 
BUSH TERMINAL CO. ACQUISITION or 1 

The Commission, division 4, by an order on Finance No. | ‘ati 
14137, involving an application of Bush Terminal Railroad Co. | con 
for authority to acquire by lease the railroad trackage and 
other railroad facilities of Bush Terminal Co., a non-common B 
carrier, has permitted nine New York harbor rail lines to inter- . 
vene in the proceeding. 

The New York harbor lines said in their petition that they | Raj 
were unable to state whether their proposed intervention would | (po, 
be in support of or in opposition to the application, because | opp 
they were not informed of the terms and conditions of the } ac, 
proposed lease. The lines said they had an interest in the | wo, 
proceeding because the granting of the application would ex- | iy, 
tend Bush Terminal Railroad’s line to, and afford it direct | jh, 
connections with, the New York harbor lines. This, they said, nee 
would necessitate cancellation of existing contracts with Bush | gy; 
Terminal Co., under which the terminal company acted a8 }| go, 
their agent in performing transportation services within the 
terminal area known as Bush Docks, and between Bush Docks | gig 
and float-bridges in New Jersey and New York. Under other the 
contracts with most of the harbor lines, the petition said, the Sn 


terminal company also performed pick-up and delivery service | th, 
within the borough of Brooklyn. New contracts and arrange- | ; 
ments, the harbor lines said, would have to be made. The 
petition for intervention was made jointly by: 


Baltimore & Ohio; Shelton Pitney and Walter P. Gardner, trustees 
of the Central Railroad Co. of New Jersey; Delaware, Lackawanna and 
Western; Erie Railroad Co.; Lehigh Valley Railroad Co.; New York 
Central; Howard S. Palmer, James Lee Loomis and Henry B. Sawyét, 
trustees of the New Haven; Frederic E. Lyford, trustee of New York, 
Ontario & Western Railway Co.; and the Pennsylvania Railroad Co. 


RAIL SECURITIES SALES 
In Finance No. 14106, Erie Railroad Co. Proposed Bonds, 


the Commission has denied a petition of Bernard E. Casey, Li 
intervening stockholder of the Erie, for reconsideration so aS | Pl 
to require competitive bidding in the sales of all railroad seé- al 
curities as is persently required in the sales of equipment trust $ 
certificates. ¥ 
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Charge for Extra Freight Bills 


The standing rate committee of the Central States Motor 
Freight Bureau has issued a “failed of adoption” disposition 
notice in its Docket 8077, in which it was proposed to insert in 
all bureau tariffs a rule providing for the assessment of a 
charge of 5 cents for each copy of freight bills, beyond two, 
furnished to shippers, with a minimum charge of 25 in each 
case. 

The rate committee said that there appeared to be a 
“growing demand” on the part of shippers for multiple copies 
of freight bills, as many as 14 and 15 being requested in some 
cases. The practice, however, it added had apparently not be- 
come general and it had “no reliable information as to how 
widespread these demands for extra copies are.” Generally, 
it said, sentiment at its public hearing was opposed to the 
rule, both from shippers and carriers, although the shippers’ 
objection was largely that the rule would be “impracticable.” 
It was pointed out, the committee said, that the rule would 
assess the charges on extra copies of “freight blils,” whereas 
frequently documents carrying the same information were 
headed “delivery receipt,” or in some other manner. Much 
of the opposition, the committee said, came from truckers who 
said the proposal savored of “petty larceny.” Most of them 
admitted that, even if the rule could be policed, the resulting 
money returns to the truckers would be small. Those who 
thought something ought to be done about the practice, took 
the position that it ought to be handled through a rule for 
national application in the National Motor Freight Classifica- 
tion. If such a rule were inserted in the Central Bureau’s 
tariffs, they pointed out, the charge would have to be assessed 
for extra freight bills covering shipments within the territory, 
while none could be assessed when the bills covered interterri- 
torial shipments. 

“The committee is unable to recommend adoption of the 
proposal on the present record,” says the disposition notice. 
“However, the matter is being referred to the C. F. A.-Central 
Rate Committee with the thought that that committee may be 
able to reach some conclusions.” 


TRANSPORTATION OF EXPLOSIVES 


Effective June 15, the Commission has issued two orders, 
one in No. 3666 and the other in Ex Parte MC 13, No. 3666, 
and Ex Parte MC 3, amending its regulations governing trans- 
portation of explosives and other dangerous articles by com- 
mon and contract carriers engaged in interstate or foreign 
commerce by extending the application thereof to the trans- 
portation of explosives or other dangerous articles in interstate 
or foreign commerce by private carriers, and to the transpor- 
tation of such articles in intrastate commerce by common, 
contract, or private carriers. 


B. & O. Debt Retirement 


R. L. Snodgrass, vice president of the Baltimore & Ohio 
Railroad Co., has written a letter to Secretary Bartel, of the 
Commission, explaining the B. & O’s debt retirement plan in 
connection with its application in Finance No. 14208 which 
asked for permission to issue presently $3,500,000 of equip- 
ment trust certificates to cover equipment expected to be de- 
livered in the near future on a total purchase of $10,767,244.80. 
The application pointed: out that as and when funds were 
needed to finance the cost of the additional trust equipment, 
supplemental application or applications would be filed, to 
complete the total of $10,767,244.80. 

_. “We realize that the issuance of these certificates, con- 
sidered alone, involves an increase in the indebtedness and 
that the issuance of a 100 per cent trust is unusual,” said Mr. 
Snodgrass. “However, if the authority as requested is granted, 
the issuance and sale of the proposed certificates will be a step 
in this company’s program of reduction of indebtedness in that 
the company will be in a position to retire a larger amount of 
long-term debt, carrying high interest rates, and at a sub- 
stantial discount. As between the usual trust involving a 20 
per cent down payment and the proposed 100 per cent trust, 
the 100 per cent trust is the more advantageous from the 
point of view of ability to reduce indebtedness, because of the 


fact that the $2,000,000 which would have to be used as the 


down payment in the ordinary trust, will buy $4,772,000 prin- 
cipal amount of Baltimore & Ohio refunding and general mort- 
gage series F bonds under an existing agreement between this 
Company and the New York Transit & Terminal Company 
Limited. The annual interest on these bonds is $238,600 and the 
present value of that saving to the maturity of the bonds, 
arrived by discounting the interest payment at 6 per cent, is 
$3,795,404.02, to which must be added the principal saving of 
$4,772,000, making a total of $8,567,404.02. 
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“It probably would be possible during the balance of this 
year for this Company to pay for the equipment in cash. How- 
ever, that would mean that on May 1 next year it would be 
necessary for the Company to appropriate at least that amount 
out of its sinking fund under the 1938 plan to the restoration 
of working capital. If the monies were left in the sinking fund 
and used to retire debt the amount would be greatly in excess 
of $10,000,000. 

“If the requested authority is granted, and barring unfore- 
seen events, this Company will use, within one year from this 
date, more than $10,000,000 in the retirement of indebtedness.” 


FREIGHT FORWARDER PERMIT 


Effective July 29, the Commission, division 4, has issued 
a permit in FF-56, A. T. Knopp Freight Forwarder Applica- 
tion, authorizing operation by the applicant, doing business as 
Superior Fast Freight, as a freight forwarder in the trans- 
portation of commodities generally from all points in Los 
Angeles, San Bernardino, Orange, San Diego, Riverside, and 
Imperial counties, Calif., to all points in Oregon and Wash- 
ington, and Canyon, Ada, Boise, Custer, Lemhi, Gem, Payette, 
Washington, Adams, Valley, Idaho, Lewis, Nez Perce, Clear- 
water, Latah, Shoshone, Bonewah, Kootenai, Bonner, and 
Boundary counties, Ida. 





FREIGHT FORWARDER CASES 


In the report of the hearing in No. 28894, Consolidation of 
Shipments by Freight Forwarders, and other cases joined in 
the Commission’s investigation of items in various tariffs, filed 
with it since forwarders came under regulation under part IV 
of the act, it was stated that the one tariff in question in No. 
28896, Forwarder Rates Conditioned on Aggregates of Tonnage, 
had been indefinitely suspended. The statement as to that pro- 
ceeding should have been that the case was indefinitely post- 
a tariff was not suspended (see Traffic World, March 

» P. ). 


HOUSEHOLD GOODS MOTOR PRACTICES 


Following further hearing now assigned for June 7, at the 
Hotel Sherman, Chicago, Ill., before Examiner Parker, in Ex 
Parte MC 19, Practices of Motor Common Carriers of House- 
hold Goods, the Commission has announced that the proceeding 
will also be further heard on dates and at places as follows: 


June 15, at the St. Francis Hotel, San Francisco, Calif., before 
Examiner F. Roy Linn; June 22, at the Henry Grady Hotel, Atlanta, 
Ga., before Examiner Richard Yardley; June 29, at the Hotel St. George, 
Brooklyn, N. Y., before Examiner A. S. Parker; and July 6, at the Com- 
mission’s offices in Washington, D. C., before Examiner Parker. 


The proceeding was reopened for further hearing on June 7 
at Chicago with respect to matters set forth in an order of 
division 5 entered March 20. On consideration of requests from 
interested parties, the Commission said it had been decided to 
conduct hearings in several parts of the United States in re- 
— of the matters which were the subject of the March 20 
order. 


N. Y. S. & W. REORGANIZATION 


By an order in Finance No. 11681, New York, Susquehanna 
& Western Railroad Co. Reorganization, the Commission, divi- 
sion 4, has fixed maximum compensation at the rate of $12,000 
a year, payable monthly, to be paid to Ralph E. Lum as counsel 
for Henry K. Norton, substitute trustee of the debtor, such 
allowance to cover any office or other overhead expenses which 
should be provided for in connection with such services. Mr. 
Norton’s appointment by the New Jersey district court as 
substitute trustee was ratified by the Commission by an order 
of April 28, 1943. The compensation fixed for Mr. Lum is the 
same in amount as was fixed when he was counsel for the 
prior trustee. 


HOUSEHOLD GOODS FORWARDING 

The Commission has assigned for hearing on June 14 at the 
Hotel Morrison, Chicago, Ill., before R. W. Snow, freight for- 
warder application No. 74 of Trans-American Van Service, Inc., 
Chicago, for a permit under the provisions of section 410 of the 
interstate commerce act as a freight forwarder to continue 
operations which were in existence on May 16, 1942. 

Applicant seeks authority to transport used household 
goods, used automobiles belonging to the owners of the house- 
hold goods, office furniture, office fixtures, and typewriters be- 
tween Chicago, Ill., Milwaukee, Wis., Detroit, Mich., Los An- 
geles, San Diego, and San Francisco, Calif., Seattle, Wash., 
Denver, Colo., and Phoenix, Ariz. 

Under the provisions of section 402(b), a person who is 
engaged solely in forwarding used household goods is exempt 
from the provisions of part IV of the act, according to the Com- 
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mission’s notice of hearing. Under part II of the act, the trans- 
portation of household goods was subject to all the provisions 
thereof. In its administration of part II, the Commission pre- 
scribed regulations governing the practices of motor common 
carriers of household goods by its report and order dated July 
17, 1939, in Ex Parte MC 19 (17 M. C. C. 467). Rule 1(a) of 
those regulations is as follows: 

The term ‘‘household goods’’ means personal effects and property 
used or to be used in a dwelling when a part of the equipment or 
supply of such dwelling: furniture, fixtures, equipment and the prop- 
erty of stores, offices, museums, institutions, hospitals, or other estab- 
lishments when a part of the stock, equipment, or supply of such stores, 
offices, museums, institutions, hospitals, or other establishments; and 
articles, including objects of art, displays, and exhibits, which because 
of their unusual nature or value, require specialized handling and equip- 
ment usually employed in moving household goods. 


The important issue involved in this proceeding, the Com- 
mission said, was the question of whether the Commission 
should interpret the term “used household goods” appearing in 
section 402(b) to include the articles defined as household goods 
in the quoted rule. 


RHODE ISLAND COMMUTATION FARES 


By an order in No. 28827, Rhode Island Commutation 
Fares, the Commission has set aside its order of Dec. 17, 1942, 
by which respondents were required to establish and maintain 
increases in commutation fares for the intrastate transporta- 
tion of passengers within Rhode Island, the same as increases 
maintained by them on corresponding interstate traffic, in 
accordance with the findings in Ex Parte 148. The proceeding 
which resulted in the order of Dec. 17 was instituted on peti- 
tion of the New Haven when the Public Utility Administrator 
of Rhode Island, although granting an application of the New 
Haven for an increase in intrastate passenger fares, excepted 
commutation fares. The Commission’s instant order was made 
effective May 15. 


WABASH RECEIVERSHIP 


The Commission, by an order in Finance No. 13255, Wabash 
Railway Co. Control, and Finance Nos. 13010 and 13335, 
Wabash Railway Co. Receivership, has denied a petition filed 
on March 30, 1943, by Walter G. Peterkin, intervener, asking 
reconsideration of the order of division 4 of March 8 dis- 
missing for want of jurisdiction Peterkin’s request for a deter- 
mination of the fair and reasonable value of 19,970 shares of 
common stock of the Wabash Railroad Co. sold at $12.75 a 
share to the Pennsylvania and to require payment of the 
difference between such fair and reasonable value of the afore- 
said price, the sum so received to be applied to the reduction 
of funded debt; and that the Commission issue an order de- 
ferring payment of any dividends on the common stock of the 
Wabash Railroad Co. until the funded debt be so reduced. 


HAINES MOTOR FREIGHT LEASE 


At the suggestion of W. Y. Blanning, director of the Com- 
mission’s Motor Finance Bureau, the Rio Grande Southern 
Railroad Co., Cass M. Harrington, receiver, has filed an 
amended application in MC F-2042, involving the lease of 
certain operating rights and equipment of Ed Haines, doing 
business as Haines Motor Freight. The amended application 
quoted a letter from Mr. Blanning to the effect that, substan- 
tial changes having been made in the proposed transaction 
following the hearing, such an amended application should be 


filed setting forth fully the terms and conditions of the trans- 
action. 


HAY WATER AUTHORITY 


The Commission, by an order in W-498, John I. Hay Co. 
Contract Carrier Application, has denied the petitions of Coyle 
Lines, and of River Terminals Corporation, for reopening and 
formal hearing. The rights granted the Hay Company were 
those of a common carrier on the Illinois Waterway, the Mis- 
sissippi River, and the Gulf Intracoastal Waterway in Louisiana 
and Texas. Both Coyle and River Terminals protested the rights 
granted on the Gulf waterway. Coyle Lines alleged that it had 
performed, as part of its common carrier operations, the trans- 
portation on which the Hay company based its “grandfather” 
claim on the Gulf waterway. River Terminals said that this 
fact, and the small number of additional movements on which 
the claim was based, formed insufficient ground for the grant 
of authority. 


N. A. “GRANDFATHER” RIGHTS 


Denial of the petition of North American Van Lines, Inc., 
for reconsideration and further hearing in MC 77038, North 
American Van Lines, Inc., is asked in a reply filed by protes- 
tant, Independent Movers & Warehousemen’s Association, Inc. 
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The Commission, by division 5, denied North American’s appli- 
cation for a certificate of public convenience and necessity on 
the basis of “grandfather rights” (see Traffic World, April 24 
p. 977). 

“The decision of division 5 is in complete accord with the 
authority established by the entire Commission in leading 
cases, namely, that one who claims to operate in interstate 
commerce as a carrier by use of leased vehicles must establish 
control and direction of the vehicles, responsibility and an 
effective holding out as a carrier,’ said protestant. ‘Where 
one fails to establish these elements, then an application for 
rights as a carrier must be denied.” 

In taking exception to many statements in applicant’s peti- 
tion for reconsideration and further hearing, protestant asserts, 
among other things, that the entire decision revolved about a 
single question, namely, whether the applicant was, in fact, a 
carrier. The Commission makes no distinction between com- 
mon law carriers and other common carriers, it says. It asserts 
that applicant was not a common law carrier or any other 
kind of carrier on the grandfather date. Division 5, it says, 
came to the conclusion that applicant was not a common law 
carrier since it did not operate leased vehicles in such a way 
as to come within the definition given in the motor carrier act, 





WATER RIGHTS CONTROVERSY 


The Commission, in W-108, Mallory Transport Lines, Inc, 
Exemption, Section 303(e) and W-754, Marine Transport Lines, 
Inc., Contract Carrier Application, has denied the joint petition 
of Eastern Steamship Lines, Inc., and Ocean Steamship Co. of 
Savannah for further hearing; of Agwilines, Inc. (Clyde-Mal- 
lory Lines) and ten water carriers, and of Baltimore Insular 
Line, for leave to intervene. The petitioners had objected to the 
grant of common carrier rights as to continuance in operation, 
by self-propelled vessels, in the transportation of commodities 
generally between ports on the Atlantic and Gulf of Mexico 
coasts to Marine Transport as successor in interest to Mallory 
Transport. ; 





1. C. CHICAGO ACCIDENT 

A rear-end collision between two passenger trains on the 
line of the Illinois Central System at 63rd Street Station, Chi- 
cago, March 27, 1943, which resulted in the injury of 132 pas- 
sengers, 7 dining-car employes, one club-car attendant, 3 train 
porters, one Pullman porter and one train-service employe was 
caused by failure properly to enforce the flagging rule, and by 
failure to operate the following train in accordance with signal 
indication, according to the Commission’s investigation report 
on the accident, No. 2687, prepared by Commissioner Patterson. 
The report directed attention to the need for proper enforce- 
ment of the operating rules. 


HYER TOWING CO. STATUS 


The Commission, by an order in W-344, Hyer Towing Co. 
Contract Carrier Application, has denied the petition of Coast 
Transportation Co., Inc., and Coyle Lines, for leave to intervene, 
reconsideration, and for formal hearing. The petitioners had 
complained that the decision of division 4 of the Commission, 
finding Hyer’s operations to be those of a common carrier, and 
granting authority to continue operations as to general com- 
modities on the Mississippi River, the Gulf Intracoastal Water- 
way, and the Atlantic Intracoastal Waterway, was not sup- 
ported by the information in the informal docket (see Traffic 
World, March 27, p. 726). 


TANK CAR EQUALIZATION RULE 


The Commission, on application of Agent B. T. Jones, has 
granted special permission No. 15854, authorizing railroad par- 
ties to his I. C. C. No. 3690, to disregard the rule requiring 
equalization of empty and loaded mileage on oil tank cars. 
The application involved amendment of item No. 112-B, Rule 
3%. The changes also apply on the Baltimore & Ohio, Chicago 
Terminal and the Indiana Harbor Belt Railroad. 

Shortage of petroleum and its products in certain sections 
of the country, said the application, had made necessary the 
greatest possible efficiency in handling tank cars, both loaded 
and empty. Under present conditions, it said, car owners had, 
generally speaking, lost the control they usually exercised as 
to loaded movements, and after extended consideration, petl- 
tioners said they felt car owners should be relieved of the 
responsibility for excess empty mileage. The proposal to elim! 
nate the provisions for equalization, the application said, had 
received the approval of the National Tank Car Service Com- 
mittee of the Office of Defense Transportation, and of the 
transportation committee of the American Petroleum Institute. 

At the Commission it was explained that, broadly speaking, 
routing of pertoleum tank cars was in the hands of the gov- 
ernment, and that it was felt that equalization of loaded and 
empty mileage by the government would be too burdensome. 
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May 15, 1943 


Interterritorial Rates 


Representative Miller, of Nebraska, has introduced H. R. 
645, a bill, he explained, drawn along lines recommended by 
Robert E. Webb and C. E. Childe in the majority report on 
interterritorial freight rates of the Board of Investigation and 
Research. 

“The Interstate Commerce Commission has ‘not taken the 
proper action to eliminate discriminatory freight rates that 
now exist,’’ said he. “The adoption and carrying out of the pro- 
visions of this bill will stop the present industrial choking of 
the south, west, and the southwest. It will encourage industry 
to locate in these areas close to raw materials and natural 
resources of the country. Nebraska has the raw materials, 
ample power facilities, a water level rail freight route, a chain 
of large airports, and ideal climate and labor conditions. It 
only lacks fair freight rates.” 

_ “Uniform freight rates would fit the business of the coun- 
try no better than a uniform size of clothing would fit every 
man in the United States,’ said George M. Crowson, assistant 
to the president, Illinois Central, Chicago, in an address at a 
luncheon meeting of the Traffic Club of New Orleans May 10. 
The south, he said, would be the greatest sufferer from “uni- 
form mile-for-mile rates, because of its greater distances, and 
therefore higher rates on competitive business to the great 
centralized markets of the north.” 

The south had made and was making great industrial 
progress under existing rate structures, he said. It was selling 
a large part of its industrial output in the north while, on the 
other hand, it was becoming increasingly independent of the 
north in its need for manufactured products. 

“Railroads and industry are not antagonists,” said he. 
“They are partners. The railroads of the south have had a 
great deal to do with industrial development in this section— 
inducing industries to locate here, providing the service that is 
needed, making rates to move the traffic. The railroads can 
be depended on to strive earnestly and unceasingly for the 
continued industrial development of the south, not for altruistic 
reasons, but because it is in their own interest to do so.” 

He spoke of the part played by the Illinois Central in the 
development of industry in the south. Freight rates were the 
result of that development, not the cause of it, he said, because 
they were made to move traffic. As the traffic developed, the 
rates were created. The industrial development of the south 
was “an indication that such rates are being made as they are 
needed,” he said. 


Freight rates and the south are discussed by Alvin W. 
Vogtle, manager, traffic and sales, DeBardeleben Coal Corpo- 
ration, Birmingham, Ala., and Henry B. Kline, industrial econ- 
omist, Tennessee Valley Authority, in the April issue of “Pa- 
pers of the Institute of Research and Training in the Social 
Sciences, Vanderbilt University.” In an earlier paper (April, 
1942), Mr. Kline argued that railroad rates on manufactured 
goods were much higher in the south and west than in the 
industrial northeast, and, further, that these rates in the south 
and west could and should be brought to or much nearer a 
nation-wide uniformity, differences in mileage considered. 
About five years ago, said Mr. Vogtle, he entertained similar 
views and, in September, 1937, publicly condemned what he 
called a “system of freight rates imposing an arbitrary tax 
on our part of the country, in order that other sections may 
have an undue advantage.” 


“But upon closer examination and further study,” he con- 
tinued, “I found that I was mistaken in my early uncritical 
acceptance of what was being written and said, and honestly 
written and said, about the system of freight rates under which 
southern industry is developing at a rate which certainly is not 
inferior to that of the rest of the country. The purpose of this 
article is to share with others in the south, who may be seek- 
Ing to see beneath the surface agitation of this subject, some 
of the facts which disabused my mind of the idea that we in 
the south are being arbitrarily discriminated against for the 
benefit of others. Certainly I would not be understood as say- 
ing that every freight rate in the south, or between the south 
and other sections, is what it ought to be. Nor do I stand for 
unchanging maintenance of the status quo. There are freight 
rates which need correcting—there always have been and 
always will be—and there are ways and means and machinery 


_ for the continuing adjustment of those rates which should be 


adjusted.” 


__“No worse way to adjust freight rates can be imagined,” 
said Mr. Vogtle, in referring to resort to political pressure to 
obtain adjustments. “If the south by political pressures man- 
aged to enforce a reduction of some freight rates to improve 
its relative position, why should not the north do likewise as 
lo other rates, to restore or improve its relative position? If 
rates are to be made by counting noses, or by votes in Con- 
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gress, in an atmosphere of antagonism and recrimination, then 
indeed is the south lost.” 

“In the view of Mr. Vogtle and the established southern 
enterprises for which he speaks,” said Mr. Kline, “freight rates 
should be devised for the protection of existing kinds of in- 
dustry. The underlying premise is that these industries will 
suffer without this special protection. 

“In my view, freight rates should be devoted not to pro- 
tection but to free competition, to opening up free trade among 
all parts of the country to the full limits that the hard facts 
of railway economics will permit. My premise is that this 
freedom of trade within our shores, as with the rest of the 
world, would benefit the south—and the whole country—more 
than any protectionist policy. 

“Because of this divergence in fundamental principle, it 
is only natural that Mr. Vogtle concludes that the existing 
scheme of rates is favorable to southern economic development, 
and that I do not agree with him. He is thinking of the kind 
of specialized development the south now has: cotton and 
tobacco, coal (Mr. Vogtle’s own industry), heavy chemicals, 
lumber, cast-iron pipe, low-grade textiles, and so forth. I am 
looking forward to the augmented and more greatly diversified 
development of manufacturing the south must have to bring 
its regional economy into more productive and profitable bal- 
ance. If the south were content to keep only so much as it 
has, Mr. Vogtle’s position would be sound. Such contentment 
does not exist.” 

It was true, said Mr. Kline, that manufacturing had de- 
veloped conspicuously in the south, especially since 1920. The 
south, however, he continued, was still industrially deficient 
and greatly so, and the southern economic order was not well 
balanced. 

“Unlike Mr. Vogtle,” said he, “I do not think the south 
must choose between the low-stage industry it has and the 
unborn higher-stage industry it needs. It can have both.” 

Commenting on that statement, Mr. Vogtle said he agreed 
the south could have both. 

Saying he did not believe any occasion for “extraordinary 
expedients” would arise—the reference being to political rate 
making or nationalization of the railroads—Mr. Kline ex- 
pressed the opinion that “the Commission will come to grips 
with this vexatious question of regionalized freight rates, and 
that if a statemanlike solution happens to exceed its consti- 
tuted powers, its decision will reveal clear and proper ways to 
increase or complement those powers.” 

“Mr. Kline concedes that ‘manufacturing has developed 
conspicuously in the south, especially since 1920,’ but objects 
that the south is still behind the north in industrial develop- 
ment,” said Mr. Vogtle. ‘Granted, but a century’s head-start 
is not overcome all at once—and the significant fact is that 
between 1929 and 1941 the relative gain in manufacturing in 
the south was twice as great as in the east. And that was done 
under the freight rate system now under attack... . 

“We can keep what we have, and build upon it. But it 
will be more difficult to do if the ‘reforms’ in freight rates so 
vociferously advocated by many who are without experience 
in manufacturing or shipping should be brought down upon 
us. .. . The real question of all this agitation is, then, shall 

the south continue to do business under its own pattern of 
rates worked out step by step to meet its own developing and 
varying commercial needs, or shall it have imposed upon it 
another pattern of rates designed to meet quite other condi- 
tions.” 

Copies of the pamphlet may be obtained at 50 cents each 
from the Vanderbilt University Press, Nashville, Tenn. 


TRANSPORT BOARD MONEY 


Data submitted to the Senate appropriations committee by 
the Board of Investigation and Research, in connection with 
the board’s request for additional money to enable it to carry 
on its work until Sept. 18, 1944, show that the board has spent 
and has allocated to be spent up to June 30, $74,265 for the 
interterritorial rate study as to which the board submitted a 
summary report (see Traffic World, April 3, p. 799). The 
board asked for $12,000 additional for the interterritorial rate 
study, making a total of $86,265 proposed to be spent on that 
project. 

For the carrier taxation and public aids studies, the data 
show that amounts spent and to be spent to June 30 are $72,- 
346 and $72,882, respectively. For carrier taxation, $12,000 
additional is asked, and for public aids, $10,800 is asked. 

For the study involving the relative economy and fitness 
of carriers, the board has spent and has allocated to be spent 
to June 30 a total of $309,166. The board has asked for $330,- 
700 additional for this study. 

The subcommittee of the Senate appropriations committee 
handling the independent offices bill, it is understood, has voted 
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the duty of collecting the proper amount of charges due under 
tariffs of connecting lines. .. .”” The defendant lines introduced 
an informal ruling of the Commission’s secretary which, the 
brief said, entirely directed their course of conduct. 

The brief of the complainants, using as an example a ship- 
ment of cattle from Brady, Tex., to Clinton, Mich., with transit 
at that point and subsequent shipment to New York City, said 
that under the tariff of the New York Central, the rate balance 
out of Clinton on any shipment which had moved into Clinton 
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If the proposed rate became effective, petitioner said undoubt- 
edly the business of the shipper would be transferred to the 
respondent, and probably even a reduction in the rates of the 
conference carriers would not succeed in regaining this traf- 
fic, adding that it could not see that such reduction would 
assist the war effort in any way. 





BUSH TERMINAL CO. ACQUISITION 
The Commission, division 4, by an order on Finance No 
14137, involving an application of Bush Terminal Railroad Co 
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PUULUS HAANSFUNIATION OF EAPLOSIVES 

undoubt- 4 Kifective June 15, the Commission has issued two orders, 
d to the | one in No. 3666 and the other in Ex Parte MC 13, No. 3666, 
*s of the and Ex Parte MC 3, amending its regulations governing trans- 
his — portation of explosives and other dangerous articles by com- 
nm wou 


mon and contract carriers engaged in interstate or foreign 
commerce by extending the application thereof to the trans- 
portation of explosives or other dangerous articles in interstate 
or foreign commerce by private carriers, and to the transpor- 
tation of such articles in intrastate commerce by common, 
‘ontract, or private carriers 
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100 per cent trust unusual,” said M1 
hiowevel [ the authority as requested ts granted 
nd sale of the proposed certificates will be a step 


npany's program of reduction of indebtedness in that 
pany will be in a position to retire a larger amount of 

m debt, carrying high interest rates, and at a sub- 
discount. As between the usual trust involving a 20 

cent down payment and the proposed 100 per cent trust, 

e 100 per cent trust is the more advantageous from the 
oint of view of ability to reduce indebtedness, because of the 
‘act that the $2,000,000 which would have to be used as the 
‘own payment in the ordinary trust, will buy $4,772,000 prin- 
pal amount of Baltimore & Ohio refunding and general mort- 
ge series F bonds under an existing agreement between this 


Bond empany and the New York Transit & Terminal Company 
Ee. Casey Limited. The annual interest on these bonds is $238,600 and the 
tion so a resent value of that saving to the maturity of the bonds, 
iilroad s¢ 


"rived by discounting the interest payment at 6 per cent, is 
83,795,404.02, to which must be added the principal saving of 
4,772,000, making a total of $8,567,404.02. 
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tiote!l Sherman, Chicago, Lll., before Examiner Parker, in Ex 
Parte MC 19, Practices of Motor Common Carriers of House- 
hold Goods, the Commission has announced that the proceeding 
will also be further heard on dates and at places as follows: 


June 15, at the St. Francis Hotel, San Francisco, Calif., before 
Examiner F. Roy Linn; June 22, at the Henry Grady Hotel, Atlanta, 
Ga., before Examiner Richard Yardley; June 29, at the Hotel St. George, 
Brooklyn, N. Y., before Examiner A. S. Parker; and July 6, at the Com- 
mission’s offices in Washington, D. C., before Examiner Parker. 


The proceeding was reopened for further hearing on June 7 
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owance to cove iny office or other overhead expenses whict 
hould | provided for in connection with such service Mi 
Norton ippointment by the New lerse y disirict court 
substitute trustee was ratified by the Commission by an order 
of April 28, 1943. The compensation fixed for Mr. Lum is the 
same in amount as was fixed when he was counsel for the 
prior trustee. 


HOUSEHOLD GOODS FORWARDING 

The Commission has assigned for hearing on June 14 at the 
Hotel Morrison, Chicago, Ill., before R. W. Snow, freight for- 
warder application No. 74 of Trans-American Van Service, Inc., 
Chicago, for a permit under the provisions of section 410 of the 
interstate commerce act as a freight forwarder to continue 
operations which were in existence on May 16, 1942. 

Applicant seeks authority to transport used household 
goods, used automobiles belonging to the owners of the house- 
hold goods, office furniture, office fixtures, and typewriters be- 
tween Chicago, Ill., Milwaukee, Wis., Detroit, Mich., Los An- 
geles, San Diego, and San Francisco, Calif., Seattle, Wash., 
Denver, Colo., and Phoenix, Ariz. 

Under the provisions of section 402(b), a person who is 
engaged solely in forwarding used household goods is exempt 
from the provisions of part IV of the act, according to the Com- 

























































































ry ion's notice hearing. Under part II of the act, the trans- 
portation of household goods was subject to all the provisions 
thereof. In its administration of part II, the Commission pre- 
cribed regulations governing the practices of motor common 


carriers of household goods by its report and order dated July 


17, 1939, in Ex Parte MC 19 (17 M. C. C. 467). Rule l(a) of 
those regulations is as follows: 

The tern household goods means personal effects and property 
used to he ised in a dwelling when a part of the equipment 0! 
supply of such dwelling furniture, fixtures, equipment and the prop 
erty of stores, offices, museums, institutions, hospitals, or other estab 
lishments when a part of the stock, equipment, or supply of such stores, 
offices, museums, institutions, hospitals, or other establishments; and 
irticles, including objects of art, displays, and exhibits, which because 


of their unusual! nature or value 
ment usually 


require specialized handling and equip- 
employed in moving household goods. 


The important issue involved in this proceeding, the Com- 
mission said, was the question of whether the Commission 
should interpret the term “used household goods” appearing in 
section 402(b) to include the articles defined as household goods 
in the quoted rule. 


RHODE ISLAND COMMUTATION FARES 

By an order in No. 28827, Rhode Island Commutation 
Fares, the Commission has set aside its order of Dec. 17, 1942, 
by which respondents were required to establish and maintain 
increases in commutation fares for the intrastate transporta- 
tion of passengers within Rhode Island, the same as increases 
maintained by them on corresponding interstate traffic, in 
accordance with the findings in Ex Parte 148. The proceeding 
which resulted in the order of Dec. 17 was instituted on peti- 
tion of the New Haven when the Public Utility Administrator 
of Rhode Island, although granting an application of the New 
Haven for an increase in intrastate passenger fares, excepted 
commutation fares. The Commission’s instant order was made 
effective May 15. 





WABASH RECEIVERSHIP 

The Commission, by an order in Finance No. 13255, Wabash 
Railway Co. Control, and Finance Nos. 13010 and 13335, 
Wabash Railway Co. Receivership, has denied a petition filed 
on March 30, 1943, by Walter G. Peterkin, intervener, asking 
reconsideration of the order of division 4 of March 8 dis- 
missing for want of jurisdiction Peterkin’s request for a deter- 
mination of the fair and reasonable value of 19,970 shares of 
common stock of the Wabash Railroad Co. sold at $12.75 a 
share to the Pennsylvania and to require payment of the 
difference between such fair and reasonable value of the afore- 
said price, the sum so received to be applied to the reduction 
of funded debt; and that the Commission issue an order de- 
ferring payment of any dividends on the common stock of the 
Wabash Railroad Co. until the funded debt be so reduced. 


HAINES MOTOR FREIGHT LEASE 

At the suggestion of W. Y. Blanning, director of the Com- 
mission’s Motor Finance Bureau, the Rio Grande Southern 
Railroad Co., Cass M. Harrington, receiver, has filed an 
amended application in MC F-2042, involving the lease of 
certain operating rights and equipment of Ed Haines, doing 
business as Haines Motor Freight. The amended application 
quoted a letter from Mr. Blanning to the effect that, substan- 
tial changes having been made in the proposed transaction 
following the hearing, such an amended application should be 


filed setting forth fully the terms and conditions of the trans- 
action. 





HAY WATER AUTHORITY 


The Commission, by an order in W-498, John I. Hay Co. 
Contract Carrier Application, has denied the petitions of Coyle 
Lines, and of River Terminals Corporation, for reopening and 
formal hearing. The rights granted the Hay Company were 
those of a common carrier on the Illinois Waterway, the Mis- 
sissippi River, and the Gulf Intracoastal Waterway in Louisiana 
and Texas. Both Coyle and River Terminals protested the rights 
granted on the Gulf waterway. Coyle Lines alleged that it had 
performed, as part of its common carrier operations, the trans- 
portation on which the Hay company based its “grandfather” 
claim on the Gulf waterway. River Terminals said that this 
fact, and the small number of additional movements on which 
the claim was based, formed insufficient ground for the grant 
of authority. 


N. A. “GRANDFATHER” RIGHTS 
Denial of the petition of North American Van Lines, Inc., 
for reconsideration and further hearing in MC 77038, North 
American Van Lines, Inc., is asked in a reply filed by protes- 
tant, Independent Movers & Warehousemen’s Association, Inc. 
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The Commission, by division 5, denied North American’s appli. 
cation for a certificate of public convenience and necessity on 
the basis of “grandfather rights” (see Traffic World, April 24 
p. 977). 

“The decision of division 5 is in complete accord with the 
authority established by the entire Commission in leading 
cases, namely, that one who claims to operate in interstate 
commerce as a carrier by use of leased vehicles must establish 
control and direction of the vehicles, responsibility and an 
effective holding out as a carrier,” said protestant. ‘Where 
one fails to establish these elements, then an application for 
rights as a carrier must be denied.” 

In taking exception to many statements in applicant’s peti. 
tion for reconsideration and further hearing, protestant asserts, 
among other things, that the entire decision revolved about a 
single question, namely, whether the applicant was, in fact, a 
carrier. The Commission makes no distinction between com- 
mon law carriers and other common carriers, it says. It asserts 
that applicant was not a common law carrier or any other 
kind of carrier on the grandfather date. Division 5, it says, 
came to the conclusion that applicant was not a common law 
carrier since it did not operate leased vehicles in such a way 
as to come within the definition given in the motor carrier act. 


WATER RIGHTS CONTROVERSY 

The Commission, in W-108, Mallory Transport Lines, Inc. 
Exemption, Section 303(e) and W-754, Marine Transport Lines, 
Inc., Contract Carrier Application, has denied the joint petition 
of Eastern Steamship Lines, Inc., and Ocean Steamship Co. of 
Savannah for further hearing; of Agwilines, Inc. (Clyde-Mal- 
lory Lines) and ten water carriers, and of Baltimore Insular 
Line, for leave to intervene. The petitioners had objected to the 
grant of common carrier rights as to continuance in operation, 
by self-propelled vessels, in the transportation of commodities 
generally between ports on the Atlantic and Gulf of Mexico 
coasts to Marine Transport as successor in interest to Mallory 
Transport. 





1. C. CHICAGO ACCIDENT 

A rear-end collision between two passenger trains on the 
line of the Illinois Central System at 63rd Street Station, Chi- 
cago, March 27, 1943, which resulted in the injury of 132 pas- 
sengers, 7 dining-car employes, one club-car attendant, 3 train 
porters, one Pullman porter and one train-service employe was 
caused by failure properly to enforce the flagging rule, and by 
failure to operate the following train in accordance with signal 
indication, according to the Commission’s investigation report 
on the accident, No. 2687, prepared by Commissioner Patterson. 
The report directed attention to the need for proper enforce- 
ment of the operating rules. 





HYER TOWING CO. STATUS 


The Commission, by an order in W-344, Hyer Towing Co. 
Contract Carrier Application, has denied the petition of Coast 
Transportation Co., Inc., and Coyle Lines, for leave to intervene, 
reconsideration, and for formal hearing. The petitioners had 
complained that the decision of division 4 of the Commission, 
finding Hyer’s operations to be those of a common carrier, and 
granting authority to continue operations as to general com- 
modities on the Mississippi River, the Gulf Intracoastal Water- 
way, and the Atlantic Intracoastal Waterway, was not sup- 
ported by the information in the informal docket (see Traffic 
World, March 27, p. 726). 


TANK CAR EQUALIZATION RULE 


The Commission, on application of Agent B. T. Jones, has 
granted special permission No. 15854, authorizing railroad par- 
ties to his I. C. C. No. 3690, to disregard the rule requiring 
equalization of empty and loaded mileage on oil tank cars. 
The application involved amendment of item No. 112-B, Rule 
3%. The changes also apply on the Baltimore & Ohio, Chicago 
Terminal and the Indiana Harbor Belt Railroad. 

Shortage of petroleum and its products in certain sections 
of the country, said the application, had made necessary the 
greatest possible efficiency in handling tank cars, both loaded 
and empty. Under present conditions, it said, car owners had, 
generally speaking, lost the control they usually exercised as 
to loaded movements, and after extended consideration, petl- 
tioners said they felt car owners should be relieved of the 
responsibility for excess empty mileage. The proposal to elim!- 
nate the provisions for equalization, the application said, haa 
received the approval of the National Tank Car Service Com- 
mittee of the Office of Defense Transportation, and of the 
transportation committee of the American Petroleum Institute 

At the Commission it was explained that, broadly speaking 
routing of pertoleum tank cars was in the hands of the gov- 
ernment, and that it was felt that equalization of loaded and 
empty mileage by the government would be too burdensome. 
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interterritorial Rates 


Representative Miller, of Nebraska, has introduced H. R. 
645, a bill, he explained, drawn along lines recommended by 
Robert E. Webb and C. E. Childe in the majority report on 
interterritorial freight rates of the Board of Investigation and 
Research. 

“The Interstate Commerce Commission has not taken the 
proper action to eliminate discriminatory freight rates that 
now exist,”’ said he. ‘The adoption and carrying out of the pro- 
visions of this bill will stop the present industrial choking of 
the south, west, and the southwest. It will encourage industry 
io locate in these areas close to raw materials and natural 
resources of the country. Nebraska has the raw materials, 
ample power facilities, a water level rail freight route, a chain 
of large airports, and ideal climate and labor conditions. It 
only lacks fair freight rates.” 

“Uniform freight rates would fit the business of the coun- 
try no better than a uniform size of clothing would fit every 


man in the United States,” said George M. Crowson, assistant 
| to the president, Illinois Central, Chicago, in an address at a 


luncheon meeting of the Traffic Club of New Orleans May 10. 
The south, he said, would be the greatest sufferer from “uni- 
form mile-for-mile rates, because of its greater distances, and 
therefore higher rates on competitive business to the great 
centralized markets of the north.” 

The south had made and was making great industrial 
progress under existing rate structures, he said. It was selling 
a large part of its industrial output in the north while, on the 
other hand, it was becoming increasingly independent of the 
north in its need for manufactured products. 

“Railroads and industry are not antagonists,” said he. 
“They are partners. The railroads of the south have had a 
great deal to do with industrial development in this section— 
inducing industries to locate here, providing the service that is 
needed, making rates to move the traffic. The railroads can 
be depended on to strive earnestly and unceasingly for the 
continued industrial development of the south, not for altruistic 
reasons, but because it is in their own interest to do so.” 

He spoke of the part played by the Illinois Central in the 
development of industry in the south. Freight rates were the 
result of that development, not the cause of it, he said, because 
they were made to move traffic. As the traffic developed, the 
rates were created. The industrial development of the south 
was “an indication that such rates are being made as they are 
needed,” he said. 


Freight rates and the south are discussed by Alvin W. 
Vogtle, manager, traffic and sales, DeBardeleben Coal Corpo- 
ration, Birmingham, Ala., and Henry B. Kline, industrial econ- 
omist, Tennessee Valley Authority, in the April issue of “Pa- 
pers of the Institute of Research and Training in the Social 
Sciences, Vanderbilt University.” In an earlier paper (April, 
1942), Mr. Kline argued that railroad rates on manufactured 
zoods were much higher in the south and west than in the 
industrial northeast, and, further, that these rates in the south 
and west could and should be brought to or much nearer a 
nation-wide uniformity, differences in mileage considered. 
\bout five years ago, said Mr. Vogtle, he entertained similar 
iews and, in September, 1937, publicly condemned what he 
called a “system of freight rates imposing an arbitrary tax 
mn our part of the country, in order that other sections may 
have an undue advantage.” 


“But upon closer examination and further study,” he con- 
tinued, “I found that I was mistaken in my early uncritical 
acceptance of what was being written and said, and honestly 
written and said, about the system of freight rates under which 
southern industry is developing at a rate which certainly is not 
inferior to that of the rest of the country. The purpose of this 
article is to share with others in the south, who may be seek- 
ing to see beneath the surface agitation of this subject, some 
if the facts which disabused my mind of the idea that we in 
the south are being arbitrarily discriminated against for the 
venefit of others. Certainly I would not be understood as say- 
ing that every freight rate in the south, or between the south 
and other sections, is what it ought to be. Nor do I stand for 
unchanging maintenance of the status quo. There are freight 
tates which need correcting—there always have been and 
always will be—and there are ways and means and machinery 


be the continuing adjustment of those rates which should be 
} adjusted.” 


_.“No worse way to adjust freight rates can be imagined,” 
‘aid Mr. Vogtle, in referring to resort to political pressure to 
obtain adjustments. “If the south by political pressures man- 
aged to enforce a reduction of some freight rates to improve 
8 relative position, why should not the north do likewise as 
‘0 other rates, to restore or improve its relative position? If 
tates are to be made by counting noses, or by votes in Con- 
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gress, in an atmosphere of antagonism and recrimination, then 
indeed is the south lost.” 

“In the view of Mr. Vogtle and the established southern 
enterprises for which he speaks,” said Mr. Kline, ‘freight rates 
should be devised for the protection of existing kinds of in- 
dustry. The underlying premise is that these industries will 
suffer without this special protection. 

“In my view, freight rates should be devoted not to pro- 
tection but to free competition, to opening up free trade among 
all parts of the country to the full limits that the hard facts 
of railway economics will permit. My premise is that this 
freedom of trade within our shores, as with the rest of the 
world, would benefit the south—and the whole country—more 
than any protectionist policy. 

“Because of this divergence in fundamental principle, it 
is only natural that Mr. Vogtle concludes that the existing 
scheme of rates is favorable to southern economic development, 
and that I do not agree with him. He is thinking of the kind 
of specialized development the south now has: cotton and 
tobacco, coal (Mr. Vogtle’s own industry), heavy chemicals, 
lumber, cast-iron pipe, low-grade textiles, and so forth. I am 
looking forward to the augmented and more greatly diversified 
development of manufacturing the south must have to bring 
its regional economy into more productive and profitable bal- 
ance. If the south were content to keep only so much as it 
has, Mr. Vogtle’s position would be sound. Such contentment 
does not exist.” 

It was true, said Mr. Kline, that manufacturing had de- 
veloped conspicuously in the south, especially since 1920. The 
south, however, he continued, was still industrially deficient 
and greatly so, and the southern economic order was not well 
balanced. 

“Unlike Mr. Vogtle,” said he, “I do not think the south 
must choose between the low-stage industry it has and the 
unborn higher-stage industry it needs. It can have both.” 

Commenting on that statement, Mr. Vogtle said he agreed 
the south could have both. 

Saying he did not believe any occasion for “extraordinary 
expedients” would arise—the reference being to political rate 
making or nationalization of the railroads—Mr. Kline ex- 
pressed the opinion that “the Commission will come to grips 
with this vexatious question of regionalized freight rates, and 
that if a statemanlike solution happens to exceed its consti- 
tuted powers, its decision will reveal clear and proper ways to 
increase or complement those powers.” 

“Mr. Kline concedes that ‘manufacturing has developed 
conspicuously in the south, especially since 1920,’ but objects 
that the south is still behind the north in industrial develop- 
ment,” said Mr. Vogtle. ‘‘Granted, but a century’s head-start 
is not overcome all at once—and the significant fact is that 
between 1929 and 1941 the relative gain in manufacturing in 
the south was twice as great as in the east. And that was done 
under the freight rate system now under attack... . 

“We can keep what we have, and build upon it. But it 
will be more difficult to do if the ‘reforms’ in freight rates so 
vociferously advocated by many who are without experience 
in manufacturing or shipping should be brought down upon 
us. . . . The real question of all this agitation is, then, shall 
the south continue to do business under its own pattern of 
rates worked out step by step to meet its own developing and 
varying commercial needs, or shall it have imposed upon it 
another pattern of rates designed to meet quite other condi- 
tions.” 

Copies of the pamphlet may be obtained at 50 cents each 
from the Vanderbilt University Press, Nashville, Tenn. 


TRANSPORT BOARD MONEY 


Data submitted to the Senate appropriations committee by 
the Board of Investigation and Research, in connection with 
the board’s request for additional money to enable it to carry 
on its work until Sept. 18, 1944, show that the board has spent 
and has allocated to be spent up to June 30, $74,265 for the 
interterritorial rate study as to which the board submitted a 
summary report (see Traffic World, April 3, p. 799). The 
board asked for $12,000 additional for the interterritorial rate 
study, making a total of $86,265 proposed to be spent on that 
project. 

For the carrier taxation and public aids studies, the data 
show that amounts spent and to be spent to June 30 are $72,- 
346 and $72,882, respectively. For carrier taxation, $12,000 
additional is asked, and for public aids, $10,800 is asked. 

For the study involving the relative economy and fitness 
of carriers, the board has spent and has allocated to be spent 
to June 30 a total of $309,166. The board has asked for $330,- 
700 additional for this study. 

The subcommittee of the Senate appropriations committee 
handling the independent offices bill, it is understood, has voted 
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to allow in part the $552,500 asked by the board—probably be- 
tween $300,000 and $400,000. The whole committee, however, 
has yet to act in the matter, and, whatever amount may be 
allowed by the Senate, the proposed appropriation will have to 
be sent back to the House, which refused to appropriate any 
money for the board. 

Criticism is made in congressional circles that the board 
apportioned such a small part of the funds made available to 
it for the taxation and public aids studies, and so large a part 
to the study of relative economy and fitness of carriers. Total 
appropriations for the board to date amount to $846,500. 





N. Y. Shippers’ Conference 


The Shippers’ Conference of Greater New York, at a meet- 
ing May 12, adopted resolutions in opposition to federal legisla- 
tion designed to bring about uniformity in rail class rates in 
the various rate territories. The resolution was submitted 
by G. E. Mace, manager of the traffic bureau, New York Com- 
merce and Industry Association, chairman of the conference’s 
legislative committee. It said that bills had been introduced 
in both houses of congress by members from the south for the 
purpose of “leveling off rail class rates throughout the various 
rate territories’; that the Commission was at present engaged 
in an investigation of class rates and the rail classification; 
that “the pendency of these bills in Congress” and the reports 
of agencies of the federal government favoring such legisla- 
tion constituted “undue political pressure” intended to cause 
the Commission to ‘decide its investigation in favor of the 
south and to the detriment of the north,” and that “many 
southern politicians’ were making “public utterances” in sup- 
port of the legislation. The conference, the resolution con- 
tinued, deplored ‘“‘the action of southern interests in attempting 
to influence the Commission by this political and publicity 
campaign, in which only selected arguments” were produced. 
The resolution urged that the Commission “be freed of any 
outside influence and encouraged to decide all cases consid- 
ered by it solely on the merits of the evidence adduced.” 
Copies of it were ordered sent to each member of the House 
committee on interstate and foreign commerce and the Senate 
committee on interstate commerce, and to the New York sen- 
ators and the members of the House from the New York 
metropolitan area. 

Reporting as chairman of the New York City truck ex- 
pediting committee, W. L. Thornton, Jr., chairman, outlined 
the plan set up by the committee for more efficient use of 
trucks in the area and for eliminating delays by shippers and 
receivers in loading and unloading trucks. He asked for co- 
operation by members of the conference in the effort. 

Mr. Thornton also reported on hearings held in Brooklyn, 
earlier in the week, in I. and S. 5179, unloading lumber at 
New York harbor. He said representatives of the conference, 
at the hearing, opposed the proposed unloading charge on lum- 
ber at the Port of New York because it was, in fact, an added 
charge for lighterage delivery; because it was preferential to 
other north Atlantic ports at which no such charge was pro- 
posed, and because it would result in breaking the New York 
port district into sub-areas for rate-making purposes. He also 
reported that the conference would be represented at the hear- 
ing in I. and S. M-2222, the Middle Atlantic States Motor 
Carrier Conference’s general rate increase case, in Washing- 
ton, May 18. 

C. Pascarella reported that, because the vessels of the 
Great Lakes Transit Corporation had been taken over by the 
federal government, that line would offer no service to shippers 
in the present Great Lakes season of navigation. 

The conference voted to make inquiries of the Freight 
Forwarders’ Association as to the action forwarders intended 
to take with respect to the removal of the Ex Parte 148 rate 
increases. Until the position of the forwarders was ascertained, 
it was said, the conference could not determine what stand it 
should take in the matter. 


PETROLEUM DISTRICT RATE MIX-UP 


Asking reparation in No. 28860, Pure Oil Co. vs. Atlantic 
Coast Line Railroad Co. et al., Pure Oil Co. says in its brief 
that the rates on petroleum products from Cabin Creek Junc- 
tion, and Dawes, W. Va., have been unduly prejudicial to the 
extent that they have not been accorded the 25 per cent reduc- 
t'on in rates accorded to other points in Central Freight Asso- 
ciation territory. 

After negotiations between a sub-committee on tank cars 
of the petroleum administrator’s district No. 1 and the railroads, 
the brief said, the 25 per cent reduction was decided upon and 
published in Tariff P-1, Agent Curlett’s I. C. C. A-731, contain- 
ing an equivalent table to be used in connection with rates on 
petroleum in tariffs making reference to Tariff P-1, effective 
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Sept. 15, 1941, to expire June 30, 1942, and extended to June 39 
1943. The rates, the brief said, were made applicable to origins 
in 24 states without to 17 states and the District of Columbia 
within the petroleum coordinator’s district No. 1, using the 
western boundary of the district as the dividing point. 

Cabin Creek Junction, and Dawes, lying just within the 
western boundary of district 1, were thus left “on a high pla- 
teau with respect to rates to points in Eastern Trunk Line 
territory,’ the brief said. Although Cabin Creek Junction wags 
an integral part of Central Freight Association territory, it said, 
it was “denied the reduction through the accident of the admin- 
istrative division between the petroleum coordinator’s districts 
Nos. 1 and 2.” It pointed out that shipments over the C. & 0, 
from Catlettsburg and Louisville, Ky., and Cincinnati, O., moved 
directly through Cabin Creek Junction, on hauls considerably 
longer to eastern destinations than from Cabin Creek Junction, 
at the reduced rates. 

Pure Oil Co. asks reparation on shipments throughout the 
effective period of the tariff, and during the pendency of this 
proceeding. 


Cc. & N. W. REORGANIZATION 


Luther M. Walter and Helen W. Munsert, counsel for the 
debtor in the Chicago and North Western reorganization case, 
have filed a petition in the U. S. Supreme Court requesting the 
court, on rehearing, to reconsider its decision of April 19 deny- 
ing the debtor’s petition for writs of certiorari in the case. The 
petitioners seek to obtain the high court’s ruling that the fed- 
eral district court at Chicago has authority to receive and con- 
sider the debtor attorneys’ petition for an order directing the 
railroad’s trustee to pay the $48,322,687 claim of the Recon- 
struction Finance Corporation, or, in the alternative, to remand 
the proceedings to the Commission with directions to consider 
whether or not the R. F. C. claim should be paid (see Traffic 
World, May 1, p. 1034). 

The petition says that on April 27, Mr. Walter and Mrs. 
Munsert sought to file such a petition, respecting the R. F. C. 
claim retirement, in the district court, and that the district court 
did not allow them to file the petition on the ground that the 
high court had approved the road’s reorganization plan. It says 
that it would be to the advantage of the debtor to have the 
R. F. C. claim paid. It asks the high court to make clear that 
its April 19 ruling, in which it denied requests for writs of 
certiorari and thereby generally approved the reorganization 
plan, did not prevent the district court from considering the 
question of the R. F. C. payment. 


ROCK ISLAND REORGANIZATION 


Eight parties to the Chicago, Rock Island and Pacific 
reorganization case have filed answers in federal district court 
at Chicago to the petition of the Continental Illinois National 
Bank and Trust Company, in which the bank seeks a court 
order authorizing it to sell railroad collateral held as security 
for certain promissory notes. All the answers requested the 
court to deny the petition (see Traffic World, April 24, p. 978). 

The protestants included Joseph B. Fleming, Rock Island 
trustee; the protective committee for holders of preferred 
stock; the first and refunding mortgage group; Gerald Axelrod 
et al., holders of 4% per cent convertible gold bonds; the gen- 
eral mortgage protective committee; Central Hanover Bank 
and Trust Company, the first and refunding mortgage trustee; 
National City Bank of New York, trustee under the 4% per 
cent secured gold bonds; and the debtor company, by Marcus 
A. Bell, counsel. They took the position that there still existed 
a need for the injunctive order of the court, issued in 1933 and 
upheld by the U. S. Supreme Court in 1935, preventing bank 
creditors from disposing of collateral held for secured loans. 
They said the petition was based on the ground that there had 
been unreasonable delay in effecting a reorganization, but that 
the reorganization had proceeded as rapidly as the parties and 
courts could possibly act. If the petition were allowed, they 
said, four other creditor banks and the Reconstruction Finance 
Corporation, also a creditor, would be able to obtain similar 
orders, and such payments to the creditors would interfere 
with the reorganization. 

There were no answers filed by the R. F. C. or other 
creditor banks. Hearing in the matter will be held May 21. 


JACKSON-HOPE WATER RIGHTS 


The Commission, division 4, by an order in W-461, Jackson- 
Hope Towing Co., Inc. Contract Carrier Application, has denied 
the petition of the applicant for further hearing. The carrier 
had asked for further hearing in order to introduce additional 
evidence, and explained in its petition circumstances which had, 
it said, made it impossible to present its case properly at the 
hearing. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, S. D. Georgia, Augusta Division). Under 
provision of Interstate Commerce Act relating to motor car- 
riers and requiring Interstate Commerce Commission to estab- 
lish reasonable requirements concerning qualifications and 
maximum hours of service of ‘employees,’ the quoted word 
means those employees whose activities affect the safety of 
operation of vehicles used in transportation. Interstate Com- 
merce Act Sec. 204(a) (1, 2), 49 U. S. C. A. Sec. 304(a) (1, 2). 

Truck drivers and drivers’ helpers and loaders, who crated, 
packed, assembled and loaded or unloaded commodities trans- 
ported in interstate commerce, were “employees” within the 
provision of Motor Carrier Act requiring Interstate Commerce 
Commission to establish reasonable requirements concerning 
qualifications and maximum hours of employees and hence were 
exempt from overtime compensation requirements of Fair La- 
bor Standards Act notwithstanding failure of commission to 
exercise power to place employees under the latter act. Fair 
Labor Standards Act of 1938, Secs. 7, 13(b), 29 U. S. C. A. 
Secs. 207, 213(b); Interstate Commerce Act Secs. 201, 204, as 
amended, 49 U. S. C. A. Secs. 301, 304. 

The exemption of employees of interstate motor carrier 
from overtime provisions of Fair Labor Standards Act depends 
on existence of power of Interstate Commerce Commission to 
establish qualifications and maximum hours of service pur- 
suant to motor carrier provisions of Interstate Commerce Act, 
and does not depend on exercise of that power. Fair Labor 
Standards Act of 1938, Secs. 7, 13(b), 29 U. S. C. A. Secs. 207, 
213(b); Interstate Commerce Act Secs. 201, 204, as amended, 
49 U. S. C. A. Sees. 301, 304. 

Employees who sought to recover minimum wages, under 
the Fair Labor Standards Act, had burden of establishing by 
preponderance of definite evidence, number of hours worked, 
and amount of wages due. Fair Labor Standards Act of 1938, 
Secs. 6, 16(b), 29 U. S. C. A. Sees. 206, 216(b). 

Evidence of number of hours worked by employees and 
amount of wages due to them was not sufficiently definite or 
certain to entitle employees to recover minimum wages alleg- 
edly due under the Fair Labor Standards Act. Fair Labor 
— Act of 1938, Secs. 6, 16(b); 29 U. S. C. A. Secs. 206, 

A judgment for employees for amounts allegedly due un- 
der minimum wage provisions of the Fair Labor Standards 
Act could not be based on guess, speculation, and averages 
made up from the uncertain recollections of the employees. 
Fair Labor Standards Act of 1938, Secs. 6, 16(b), 29 U. S.C. A. 
Secs. 206, 216(b). (Epps vs. Weathers, 49 Fed. Supp. 2). 


ALTON REORGANIZATION 

Judge John P. Barnes in federal district court at Chicago, 
May 7, approved as properly filed a petition for reorganization 
of the Kansas City, St. Louis and Chicago Railroad, a sub- 
sidiary of the Alton Railroad. The petition was filed by J. C. 
Dunlap, vice-president for the subsidiary (see Traffic World, 
May 8, p. 1088). 

_ John E. Gavin, counsel for Benjamin Fairchild, et al., 
minority holders of the subsidiary line’s guaranteed preferred 
‘tock, told the court that the officers of the subsidiary were 
acting in the interest of the Alton and not of the short line; 
that the petition had not been filed in good faith, and that the 
short line could obtain funds from the Alton with which to pay 
his clients’ claims for attorneys’ fees and expenses. He said 
the real intention of the short line officers, in filing petition, 
was to attempt to set aside the present lease contract between 
the Alton and the short line. 

Douglas Smith, counsel for the petitioner, denied that the 
short line had funds to meet its debts and that the petition 
had been filed in bad faith. He said there existed various com- 
plicated questions as to the subsidiary’s status which could be 
determined if the reorganization proceedings were allowed to 
proceed as part of the Alton Railroad reorganization case. 

_ Judge Barnes said he believed the petition had been filed 
In good faith, the subsidiary was without funds to pay its 
debts, and that questions at issue—such as whether or not 
the Alton had a lease agreement with the Kansas City com- 
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pany and whether or not the Alton controlled the majority of 
the short line’s voting stock—could best be determined if the 
subsidiary’s reorganization and the Alton’s reorganization were 
considered in one proceeding. He set May 25 as the date for 
hearing on appointment of a trustee for the short line. 

Henry A. Gardner, Alton trustee, obtained permission to 
file on May 18 his statement concerning the position of the 
Alton in respect to the lease agreement between the Alton 
and its subsidiary. 

Judge J. P. Barnes in federal district court at Chicago, 
May 10, authorized Henry A. Gardner, trustee for the Alton 
Railroad, to buy $896,540 of passenger equipment from the 
Baltimore and Ohio Railroad. The equipment includes one 
10-car and one 8-car streamlined passenger train, a two-unit 
diesel locomotive, and five conventional type passenger cars, 
all of which the Alton has been operating between Chicago 
and St. Louis under a rental agreement with the B. and O. 
Judge Barnes left it for the trustee to decide whether the 
equipment would be purchased with cash or by issuance of 
equipment trust certificates. 


MOTOR FUELS TRANSPORT PURCHASE 


Refiners Transport & Terminal Corporation has filed a 
petition to amend the application MC F-2100, involving pur- 
chase of certain operating rights of Motor Fuels Transport, 
Inc. Motor Fuels joined in the petition, which asked that the 
original application be amended to include the rights for which 
authority to transfer was sought, the temporary operating 
authority granted to Motor Fuels in MC 103104, Sub. 5-TA, and 
any and all other temporary operating authority or other oper- 
ating authority which might heretofore have been granted, or 
might hereafter be granted to Motor Fuels, or which might 
be transferred to it in the pendency of MC F-2100. 


P.C.A. and Atlantic Seadrome Plan 


C. Bedell Monro, president of Pennsylvania-Central Air- 
lines, Inc., announced in a press conference May 11 at the 
Washington national airport that his company earlier that day 
had filed an application with the Civil Aeronautics Board for 
authority to institute air transportation service between the 
east coast of the United States and London, England, on a 
route involving the use of mile-long seadromes at points on the 
Atlantic spaced 800 miles apart. 

Mr. Monro described the proposed floating air bases as 
“the practical answer to trans-Atlantic flying.” These “islands 
of steel’? had been invented and developed in the last ten years 
by Edward R. Armstrong, of Philadelphia, whom he regarded 
as “one of the nation’s foremost construction engineers,” Mr. 
Monro said. He added that the Sun Shipbuilding and Drydock 
Co. would build the seadromes as soon as steel became avail- 
able and that the United States Steel Corporation, the Wirth 
Steel Co., the Belmont Iron Works and the John A. Roebling 
Co. would be associated with the Sun shipbuilding company in 
the seadrome enterprise. He indicated that the seadrome proj- 
ect would be operated as a separate corporation and said that 
Pennsylvania-Central Airlines would not have exclusive use 
of the proposed sea basis, but that they would be available to 
all companies and countries that qualified for trans-Atlantic 
air service. 

Construction of the seadromes would put the United States 
in a position to bargain for international air transportation, Mr. 
Monro said. To use them, air carriers would have to meet quali- 
fications that might be established by the State Department or 
the Civil Aeronautics Board, he said. 

“This is no idle dream,” he averred. “It’s an invention that 
the government at one time considered subsidizing. Aviation 
experts and various governmental commissions here and abroad 
have studied, examined and approved the technical feasibility 
of the project. America’s highest official rating authority, the 
American Bureau of Shipping, has designated the seadrome 
A-1, the highest rating possible.” 

Mr. Monro submitted the following information about the 
proposed “steel islands”: 


The seadrome is to be a structure of 64,000 tons that will have 


many vertical buoyancy tanks supporting the landing deck. The deck 
will be 70 feet above water level, and will be 300 feet wide at the 
landing approaches, wider at the center, and about a mile long, or 


longer, depending on how many sections are assembled in construction 
of each seadrome. Each seadrome would cost about $10,000,000. Each 
of the vertical buoyancy tanks or ‘‘legs’’ would have to be ‘‘knocked 
off’’ before a seadrome could be sunk, and there would be dozens of 
such supporting pillars. Each seadrome would be anchored, but 
would have its own propulsion power, enabling it to move at a speed 
of 8 knots an hour. The buoyancy tanks or “‘pillars’’ would reach 
160 feet below the ocean surface. Each seadrome would be located 
out of the fog and ice zones and could be shifted northward in the 
summer and southward in the winter to the extent desired in the 
interest of safe flying and shortening the route as much as possible. 
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Financing of the project would be undertaken with use of private 
capital, according to present plans. Five months would be the time 
required for construction of a seadrome. 


Mr. Monro said the P. C. A. application sought authority to 
operate from such a terminus or termini on the east coast of 
the United States as the C. A. B. might designate, and that it 
contemplated transportation of freight as well as passengers 
and mail. In addition to facilities for servicing planes, there 
would be a hotel on each seadrome, he said. He contended that 
use of the seadromes would make it possible for domestic air 
transport planes now operating overland to fly across the At- 
lantic. With the use of such planes as were now in service, the 
trip from New York to London might be made in 17 to 18 
hours, including fueling stops of 10 to 15 minutes at each sea- 
drome, he estimated. Passenger and cargo capacity of trans- 
Atlantic planes would be increased many times by means of 
the refueling facilities of the seadromes, as the load of gasoline 
required for the full distance of a flight from the U. S. east coast 
to the nearest point in Europe precluded the carriage of any 
considerable amount of cargo on such a flight, he said. He said 
he saw no reason why the passenger fares on the seadrome route 
would not be comparable to the present 6-cents-a-mile rate of 
the domestic air carriers. 





Cc. A. B. Application Policy 


Moved by the recent filing of applications by a number of 
air carriers covering proposed routes, both in the United States 
and from the United States into various foreign countries, the 
Civil Aeronautics Board has reaffirmed its policy with reference 
to such applications. Immediately after this country’s entrance 
into the war, the board said, it announced its policy, Dec. 12, 
1941, amended Aug. 29, 1942. This policy, it said, required that 
new route applications which had not been the subject of hear- 
ings before the board’s examiners, ‘must remain on file and 
inactive until such time as the board shall conclude that the 
national interest requires a further relaxation of its policy and 
consideration of the proposed services.” 

In view of the widespread interest which the new applica- 
tions had engendered “both here and abroad,” the board said, 
it appeared desirable for it to restate its policy. It had adopted 
the practice of holding applications for new routes inactive, it 
said, “in order that the immediate and maximum attention of 
air carriers and their personnel, and of the board, as well as 
of other government agencies concerned, would be available for 
the most efficient discharge of the emergency demands growing 
out of the war.” 

It was not relaxing this policy, the board said, repeating 
its observation at the time it announced its policy that the 
announced procedure would remain in effect for such a period 
of time as might appear to be appropriate in the light of exist- 
ing conditions and future development. Applications involving 
special considerations of national interest, it said, requiring 
early in auguration of the services involved, had been excepted, 
and that such applications had been handled on the basis of 
temporary authorizations. In amending its policy in August, 
1942, the board said it had concluded to carry to decision those 
proceedings in which hearings had been completed, and to 
dispose of applications to include additional stops on existing 
routes where no controversial issues were involved, such cer- 
tificates containing a condition that they would not become 
effective until the board notified the holder that national de- 
fense no longer required a delay in the inauguration of the 
service. 

The board’s statement concluded with the observation that 
it would give no weight ‘‘to the relative dates of filing when 
passing future judgment upon competing applications.” 


AIR CERTIFICATE APPLICATIONS 


The following applications for certificates of public con- 
venience and necessity, or amendments to existing certificates, 
authorizing air transportation, have been filed in the docket 
section of the Civil Aeronautics Board: 

No. 886, Southwest Airways Co., Beverly Hills, Calif., for 
a permanent certificate authorizing scheduled air transporta- 
tion of property and mail by the pick-up method over the fol- 
lowing routes, via various intermediate points: Ft. Worth/ 
Dallas, Tex.-Texarkana, Ark.-Tex.; Ft. Worth/Dallas, Tex.- 
Shreveport, La.; Ft. Worth/Dallas, Tex.-Lufkin, Tex.; Ft. 
Worth/Dallas, Tex.-Austin, Tex.; Ft. Worth/Dallas, Tex.-San 
Angelo, Tex.; Ft. Worth/Dallas, Tex.-Odessa, Tex.; Ft. Worth/ 
Dallas, Tex.-Wichita Falls, Tex.; Little- Rock, Ark.-Texarkana, 
Ark.-Tex.; Houston, Tex.-Austin, Tex.; San Antonio, Tex.- 
Austin, Tex.; San Antonio, Tex.-San Angelo, Tex.; Amarillo, 
Tex.-Odessa, Tex.; Oklahoma City, Okla.-Wichita Falls, Tex.; 
Houston, Tex.-Corpus Christi, Tex.; San Antonio, Tex.-Corpus 
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Christi, Tex.; San Antonio, Tex.-Laredo, Tex.; Amarillo, Tex. 
Clinton, Okla.; Oklahoma City, Okla.-Okmulgee, Okla.; Okla. 
homa City, Okla.-Ft. Smith, Ark.; and Brownsville, Tex. 
Laredo, Tex. 

No. 887, Philadelphia & Eastern Airlines, Inc., Lancaster 
Pa., for a permanent certificate authorizing air transportation 
of persons, property and mail in scheduled operations over the 
following routes, via various intermediate points: Elmira, N, y. 
Philadelphia, Pa.; Binghamton, N. Y.-Philadelphia, Pa.; Phijg. 
delphia, Pa.-New York, N. Y., via Easton, Pa.; Philadelphia 
Pa.-New York, N. Y., via Trenton, N. J.; Philadelphia, Pq. 
New York, N. Y., via Camden, N. J., and Lakewood, N. J. 
Philadelphia, Pa.-Norfolk, Va.; Norfolk, Va.-Philadelphia, Pa. 
Clarksburg, W. Va.-Philadelphia, Pa; Washington, D. C.-Har. 
risburg, Pa.; and Washington, D. C.-Philadelphia, Pa. 

No. 888, Woodley Airways, Anchorage, Alaska, for a cer. 
tificate authorizing air transportation of persons, property and 
mail between the terminal point Anchorage, Alaska, and the 
terminal point Juneau, Alaska, via the intermediate points 
Cordova, Alaska, and Yakutat, Alaska. 

No. 889, Woodley Airways, Anchorage, Alaska, for amend. 
ment of existing certificate authorizing air transportation of 
persons, property and mail between the terminal point Ninil- 
chik, so as to authorize extension of such route to the termina! 
point Homer, and name Ninilchik as an intermediate point. 

No. 890, Woodley Airways, Anchorage, Alaska, for an 
amendment of existing certificate authorizing air transporta- 
tion of persons, property and mail between the terminal point 
Anchorage (or Seward) Alaska, and the terminal point Ninil- 
chik, Alaska, so as to name Ninilchik as an intermediate point 
and to authorize the extension of that route to the terminal 
point Kodiak via the intermediate point Homer, Alaska. 





AIRCRAFT PRODUCTION 


The number of planes constructed did not constitute a fair 
measure of the output of aircraft plants, because the averag 
weight of the planes had increased substantially in the course 
of the war, said President Roosevelt at his press conference 
May 11, prefacing an announcement of plane construction in 
terms of pounds in the United States. In 1941, he said, the 
weight of planes built in this country totaled 87,000,000 pounds; 
in 1942, the total rose to 291,000,000 pounds; for 1943, the ex- 
pected output of planes was 911,000,000 pounds, and the esti- 
mated production for 1944 was 1,417,000,000 pounds. The num- 
ber of planes built also had increased, and was larger now than 
that of all other nations combined, and the number of pounds 
a plane also was larger than that of any other nation, he said. 


PAN AMERICAN EASTERN DIVISION’S RECORD 


The eastern division of Pan American Airways flew 248,336 
express ton miles in March of this year, an increase of 134 per 
cent over the 106,012 ton miles in March, 1942. Passenger miles 
on the division in March totalled 10,411,604, as compared with 
9,017,293 in March of last year. The division which serves Carib- 
bean and Central and South American points, performed more 
than 3,000,000 flight miles in the first quarter of this year, an 
increase of 75 per cent over the first quarter of last year. 


NEW C. A. B. SECRETARY 

The Civil Aeronautics Board has announced the appoint- 
ment of Fred A. Toombs as secretary of the board, replacing 
Darwin Charles Brown, who resigned to become chief of the 
office of air transport information. 

Mr. Toombs formerly served as acting secretary and pre- 
viously was administrative officer of the board’s economic 
bureau. Prior to joining the Civil Aeronautics Board he was 
connected with the then existing Bureau of Air Mail of the 
Interstate Commerce Commission, the board said. 





PAN AMERICAN-R. E. A. AGREEMENT 


The Civil Aeronautics Board has announced that it has 
approved an amended agreement or contract between Pan 
American Airways, Inc., and Railway Express Agency, Inc. 
“relating to an agency agreement between the parties under 
which the Express Agency shall issue Airwaybills.” The board 
made its approval subject to a condition that written notice of 
each change in the rate of compensation provided for in the 
agreement be filed with it prior to the effective date of such 
change. 


STATE TAX ON AIRLINE PLANES 
Review of a decision of the Minnesota Supreme Court t0 
the effect that the state has the right to tax the entire fleet of 
planes of an air transport-company operating in seven states 
has been granted by the Supreme Court of the United States. 
The case is docketed as No. 882, Northwest Airlines, Inc., Peti- 
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tioner, vs. State of Minnesota. The Minnesota Supreme Court 
handed down its decision in the proceeding Dec. 31, 1942. 

A summary of the documentary evidence in the case shows 
that Northwest Airlines, Inc., is a Minnesota corporation en- 
gaged in the transportation of persons and property, includnig 
mail, operating its aircraft on regular routes through seven 
states and one province of Canada, and using the planes inter- 
changeably over its entire system. The suit against the air 
carrier was filed by the State of Minnesota to recover from 
the carrier an amount of allegedly delinquent personal prop- 
erty tax assessed against the carrier in 1939. The assessment 
covered the entire fleet of planes of Northwest Airlines, Inc. 
The air carrier contended that the State of Minnesota was 
without jurisdiction to tax the entire fleet on a full ad valorem 
basis and that the state could, within its constitutional power, 
tax only the proportion of the plane fleet regularly or habitually 
used in Minnesota. The trial court entered judgment for the 
state, and the judgment was affirmed by the Minnesota Su- 
preme Court. 

In its petition for a writ of certiorari, Northwest Airlines 
averred that the state court erred in holding that the compa- 
ny’s entire fleet of planes had a taxable situs in Minnesota, 
and in holding that the state tax did not place an unlawful 
burden on interstate commerce, in violation of article 1, sec- 
tion 8, of the Constitution of the United States. 


SURVEY ON NEEDED AIRPORTS 


Representative Randolph, of West Virginia, has intro- 
duced H. R. 2661, proposing a survey by the administrator of 
the Civil Aeronautics Administration as to the need for a sys- 
tem of airports throughout the United States. 


AIR ROUTES IN SOUTHWEST 


In a proceeding involving applications of four airlines for 
authority to establish additional routes in Texas, New Mexico 
and Colorado, the Civil Aeronautics Board has granted in part 
an application of Braniff Airways, Inc., has denied the author- 
ity sought by Continental Air Lines, Inc., and Transcontinental 
& Western Air, Inc., and has deferred action on a feeder serv- 
ice route proposal of Essair, Inc., pending completion of a 
C. A. B. investigation of local feeder-pickup air service. 

The board said it authorized extension of a Braniff Air- 
ways route from Amarillo, Tex., to Denver, Colo., and observed 
that this would permit one-company service from Denver to 
Dallas-Fort Worth, Wichita Falls, Waco, Austin, San Antonio, 
Corpus Christi, Brownsville, Houston, Galveston, Tex., and 
Oklahoma City, Okla. 

“However,” it added, “the extension, which is effective 
when national defense no longer requires a delay in inaugura- 
tion of the service, is subject to the condition that Pueblo and 
Colorado Springs, situated on a route of Continental Air Lines, 
be served only by flights originating and terminating at Fort 
Worth-Dallas or points south thereof.” 

Braniff Airways’ application for a permanent certificate 
for air service between San Antonio and El Paso via Uvalde, 
Del Rio and Marfa, Tex., was denied, but the board indicated 
that such a service would be authorized on a temporary basis 
to determine the traffic needs if such an application were filed 
by Braniff. Chairman Pogue and Board Member Lee, in sep- 
arate expressions, took the position that a permanent certif- 
cate for this route should be granted now. The board dis- 
missed a part of the proceeding involving proposals to include 
Alpine and Fort Stockton in the proposed Braniff route. A 
T. W. A. proposal to operate between Houston and Amarillo 
via Fort Worth-Dallas was denied. 

The Continental Air Lines application denied by the board 
was for establishment of air service between Hobbs and San 
Antonio via Midland, Big Spring and San Angelo, Tex., and 
between Pueblo, Colo., and Amarillo, Tex. The board also 
denied Braniff’s application for the right to operate between 
Amarillo and San Antonio and between Amarillo and Houston. 
Essair, Inc., proposed transportation of persons, property and 
mail between Houston and Garden City or Albuquerque, N. M., 
via specified intermediate points, with feeder service to small 
intermediate communities, connecting with main lines at in- 
termediate stops on the main route. 


OPERATING EMERGENCY BOARD 


At the request of representatives of railroad management 
and railroad labor, said Chairman Leiserson, of the National 
ilway Labor Panel, May 11, the emergency board requested 
or the wage dispute of the operating railroad brotherhoods 
would not begin operations until after June 1. Chairman Leiser- 
son said he had not yet determined who would sit on the board. 
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Railroad Manpower Inventory 


Preparation of a personnel inventory by all Class I rail- 
roads was recommended by the manpower committee for the 
railroad industry in a session with officials of the Office of 
Defense Transportation. 

Such an inventory, the committee said, would make avail- 
able data on the work record as well as the age, sex, marital 
and the dependency status of each rail employe, and would be 
conducted and kept current by the individual roads with the 
assistance of the Railroad Retirement Board and the Associa- 
tion of American Railroads. This information, it said, would 
assist the railroads in appraising their present manpower situa- 
tion, in estimating probable losses of men to the armed forces, 
and in planning for the orderly withdrawal of these men. 

The committee also authorized the appointment of a sub- 
committee to consult with the War Manpower Commission and 
the Bureau of Selective Service on the adaptation of the re- 
placement schedule plan to the railroad industry. 

_Lawrence Appley, executive director of the W. M. C., ex- 
plained to the meeting the principles and operation of W. M. 
C.’s regional and area stabilization programs, pointing out that, 
through voluntary agreements, local areas were achieving a 
stabilization of employment which would otherwise be possible 
only by adoption of national service legislation. 

Colonel George Baker, of the Selective Service System, 
said the railroads, as well as other industries, must be prepared 
to release to selective service practically all able-bodied men 
between the ages of 18 and 38. This year’s selective service 
calls, he said, would bring the total number of men in the 
armed forces to approximately 11,000,000, while another 3,- 
500,000 would be deferred for agricultural work, adding that 
deferments for all industries could not exceed 1,200,000 men, 
according to present estimates. Business men, he said, if told 
what they had to face, would find ways and means of meeting 
the problem, and he advocated early preparation by the rail- 
roads of replacement schedules so that withdrawals for military 
service might be made in orderly fashion and time given the 
carriers to meet their manpower problems. 

Otto S. Beyer, director of the division of transport per- 
sonnel of O. D. T,. presided at the meeting. Representing the 
railroads were J. H. Parmlee, C. D. Mackey, E. B. Dithridge, 
J. P. Morris, W. K. Morton, K. H. Lyria, J. E. Newman, F. E. 
Baukhages, J. T. Williamson, M. J. Gormley, J. H. Hayes, T. 
E. Chappell, J. B. Cox, R. B. Neale, and C. N. Gunstead. 


Rail Performance and Manpower 


Despite inadequacies of equipment and rolling stock and 
despite manpower problems, the railroad industry in the last 
year had a record of performance surpassing anything it had 
heretofore accomplished, Otto S. Beyer, director of the division 
of transport personnel, O. D. T., told the Brotherhood of Rail- 
way and Steamship Clerks at its seventeenth annual conven- 
tion in St. Louis. 

Mr. Beyer pointed out that 1942 passenger traffic exceeded 
the previous all time record of 1920 by 14.6 per cent, while 
the freight record was 42.6 per cent higher than the 1929 peak. 
Continuing, he said: 


This phenomenal performance was achieved with fewer employes 
and less equipment than was available to the railroads in 1920 and 
in 1929. The records have resulted from the greatly increased busi- 
ness of wartime, from substantial improvements in operating methods 
and technique, from the cooperation of management and labor with 
the Office of Defense Transportation and from the efforts of railroad 
employes. 

Some of the most startling changes have occurred within the last 
two years. Since 1940 average hours in the railroad industry have 
increased so that there have been added to the industry, through 
these increased hours, the equivalent of more than 100,000 workers. 
Railroad employes are now averaging better than 50 hours of work per 
week, an average considerably higher than in most other war industries. 
During that same time the productivity per man hour in terms of the 
production of passenger miles and ton miles has increased by about 
45 per cent. Most of this increase has come about in the last 18 
months. These increases in productivity emphasize dramatically not 
only the tremendous load of transportation which the railroads are 
successfully carrying but also the greatly increased utilization of equip- 
ment and manpower which has come about since the Office of Defense 
Transportation was organized. 

I do not mean to arrogate much of the credit for these record- 
breaking performances to the O. D. T. It has been team-work job 
in which men, management, and the federal government each played 
its part. Increases in ton mile and passenger mile productivity are 
the more striking because the conversion to wartime operations has 
meant some slowing down and some delays. The 45 per cent in pro- 
ductivity has come about in spite of these delays. 

While railroads have been able to meet their problems of man- 
power shortages with reasonable success, so far, it has become in- 
creasingly difficult for them to do so. The O. D. T. has been urging 
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a number of self-help measures in this respect which some railroads 
have adopted with enthusiasm and which others had thus far ignored. 


Mr. Beyer pointed out that employment of additional 
women workers constituted one of the most promising means 
of avoiding manpower shortages. The Southern Pacific Rail- 
way Co., which had experienced more critical labor shortages 
than other railroads, said he, had the highest percentage of 
women workers on its payrolls. If the rest of the railroads in 
the country should increase their employment of women to the 
same proportion as was found on the Southern Pacific, he de- 
clared, more than 70,000 new workers would be added to the 
industry. The Pennsylvania Railroad, he said, had been a 
close second to the Southern Pacific in increasing its employ- 
ment of women, adding that the railroad had 4,777 woman 
workers in September, 1942, and had increased that figure to 
nearly 17,000 by March 15. Negro women workers on that 
road increased from 154 in September to 3,100 in March. Mr. 
Beyer said there were now 63,000 women at work for Amer- 
ican railroads, and that he noted that additional thousands of 
women were expected by the brotherhood to come into the 
railroad industry in the war period and that most of the 
women workers in occupations under the organization’s juris- 
diction had become loyal members. 


“There has been a great deal of publicity of late to charges 
that union rules and practices are wasteful of manpower,” 
said Mr. Beyer. ‘‘While I think there are some practices which 
in this time of emergency are wasteful of manpower, I am 
convinced that in the aggregate they are not nearly as impor- 
tant as this publicity indicates. When railroad employes are 
working nearly 51 hours per week on the average, there can’t 
be much time left for featherbedding. The problem has arisen 
because of a few items like mileage limitations which result in 
short hours for some passenger service employes and which 
have been seized upon an depicted as typical of railroad opera- 
tions generally. Your organization can be of considerable help 
in dispelling these misunderstandings.” 


RAIL WAGE CASES 


The fact-finding board in the non-operating rail union 
wage and union shop case, and the board in the so-called diesel 
case, continued holding executive sessions at Chicago this week 
to prepare their reports for submission to the President (see 
Traffic World, May 1, p. 1036, and May 8, p. 1099). John A. 
Lapp, member of the board in the diesel case, which completed 
its hearings April 20, said late this week that the board might 
be ready to submit its report to the President May 19 or 20. 
R. S. Barker, secretary of the board in the non-operating union 
case, said that board’s report might be completed by the end 
of next week. The board concluded its hearings May 7. The 
reports will be submitted to the President as confidential docu- 
ments and will be made public at the White House. 


RAILROAD ADJUSTMENT BOARD SUIT 


Judge Michael L. Igoe of: the federal district court at 
Chicago, May 12, dismissed reopened civil case No. 3021, Dela- 
ware and Hudson Railroad vs. the first division of the Na- 
tional Railroad Adjustment Board. The proceeding involves 
170 disputes between the railroad and its employes. The D. 
and H. filed suit in the court in 1941 seeking a mandatory 
injunction directing the division to enter awards in the dis- 
putes, some of which had been heard by the board and a ref- 
eree. Judge Igoe dismissed the suit on the ground he lacked 
jurisdiction to compel the division to act; the circuit court of 
appeals reversed the lower court’s decision, and appeal was 
taken to the U. S. Supreme Court. Before the high court could 
act, the referee, Judge Royal Stone of the Minnesota supreme 
court, died. The high court last December vacated the lower 
court orders and directed the district court to proceed in the 


matter “as may be appropriate’ (see Traffic World, March 
12, p. 591). 


In his order, Judge Igoe said the cause of action had be- 
come moot, because of the referee’s death, and dismissed the 
case without consideration of the merits, directing each party 
to pay its own costs. 





Oo. D. T. TAKES ANOTHER ROAD 


President Roosevelt May 14 issued an executive order 
directing the Director of the Office of Defense Transportation 
to take over for operation the American Railroad Company of 
Puerto Rico. The order said operations of the company had 
been interrupted by a labor dispute. 


TRAFFIC WORLD) 








Eastman on MeNear and Labor 


Declarations that the rail manpower waste caused py 
“featherbed” rules had been exaggerated in statements by 
George P. McNear, Jr., president of the Toledo, Peoria 
Western Railroad, and that the working rules established jp 
that road under federal government operation were more fa. 
vorable to management than those of any other railroad in the 
country, and charges that Mr. McNear had engaged in , 
“smear” campaign against those now operating the road for 
the federal government were heard by the House military 
affairs committee, May 7. 

The committee heard testimon by Director Eastman, of the 
Office of Defense Transportation, on the subjects of rail map. 
power problems and the effect of “featherbed” rules on raijj. 
road employment generally and on the T., P. & W. in par. 
ticular. As he concluded his testimony, Holly Stover, present 
federal manager of the T., P. & W., arose to express indigna. 
tion about criticisms Mr. McNear had made. 

After remarking that he thought Mr. Eastman had beep | 
“modest” in his testimony concerning government operation of | 
the Toledo, Peoria & Western, Mr. Stover charged that Mr | 
McNear had conducted a “smear” campaign, had promoted | 
that campaign through advertisements in Traffic World and 
Railway Age, and had made use of “tricks” figures “so the 
layman might think that the federal government was simply 
toying with the road and wasting money.” 

Mr. Stover averred that George Voelkner, former federa] 
manager of the T., P. & W. and now its general manager, had 
at least three times as much major railroad experience as Mr 
McNear (Mr. Voelkner having been an executive of the Lehigh 
Valley previously); that Mr. McNear “took out” an annual 
salary of $45,000 for himself when he operated the road, 
whereas Mr. Voelkner was serving for $15,000 a year; and 
that he (Mr. Stover) was “getting nothing out of the rail. 
road.” Mr. Stover was serving the O. D. T. without salary, 
said Mr. Eastman. . 

“It’s my contribution to the cause,” Mr. Stover said. “] 
think it decidedly unfair for a man like Mr. McNear to us 
this body as a sounding board for his smear campaign.” 

Mr. Eastman, in his testimony, said that Mr. McNear did 
not like the War Labor Board or the arbitrator appointed by 
that board to handle the T., P. & W. labor case, and that in 
that respect Mr. McNear seemed to have been like John L. 
Lewis, president of the United Mine Workers of America. 

When he testified before the committee, Mr. McNear criti- 
cized Director Eastman with allegations that O. D. T. opera- 
tion of the T., P. & W. was wasteful because of concessions he 
said Mr. Eastman had made to rail union members on that 
railroad, with respect to working rules and conditions (see 
Traffic World, May 1, p. 1037). 


War Traffic and Employes 

In his discussion of the rail labor situation generally, Mr. 
Eastman said there had been a 45 per cent increase in railroad 
passengers and ton-miles since Jan. 1, 1940. If the railroads 
were now operating at the man-hour efficiency in effect at the 
beginning of 1940, he said, several hundred thousand additional 
workers would be needed. The effect of conservation in the 
use of railroad equipment had been to bring about conserva- 
tion of manpower also, he added. ° 

So-called featherbed rules related only to one branch of 
railroad employment, the train and engine service, he stated. 
That service accounted for only about 22 per cent of the total 
of railroad employes, he said. He told the committee that he 
held no brief for railroad labor; that there had been a tend- 
ency in depression years to resist railroad efforts to economize 
and to adopt make-work rules; and that he had said, as Fed- 
eral Coordinator, that he regarded such rules as unwise. Under 
present conditions, he said, he thought allegations of man- 
power waste because of featherbed rules were grossly exag- 
gerated. 

Up to 1941, he continued, the record year for ton-miles of 
revenue freight of Class I railroads had been 1929, when those 
railroads had a total of 1,660,850 employes; but in 1942, when 
the employe total had declined to 1,271,077, the ton-miles of 
revenue freight exceeded the 1929 total by 42.6 per cent, he 
said. He cited recent reports of actual hours worked, based 
on Class I railroad reports to the Commission, and noted that 
in February, 1943, the average weekly hours in the railroad 
industry was 50.6 hours and, for the train and engine service 
only, 49.9 hours. The train and engine service, he said, was 
operating on a “piece-work” basis, with 100 miles, in freight 
service, constituting a day’s work and with 12% miles repre- 
senting an hour’s work in that service. He added that a train 
crew member who did not make 100 miles in a day’s run was, 
nevertheless, paid on that basis, and if he worked on a day’s 
run of more than 100 miles, he received pay on a 12%4-miles- 
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Dr gn-hour basis for the additional distance run. This standard, 
ne said, had been imposed by management—it was something 
caused by | management wanted, because, he added, if the train crews 
‘ments by | were paid an hourly rate, there would be a tendency to loaf 
Peoria & | on the job, so the mileage method was conceived as an incen- 
blished in | tive to quick and expeditious operation of trains. 
» More fa. The main criticism of that standard, he averred, was that 
‘oad in the | jt was obsolete, because the speed of trains had increased con- 
aged in a] <derably since its institution. However, he said, the commit- 
> road for} tee should bear in mind that this situation was one that af- 
€ military | fected pay more than it affected the use of manpower, and that 
nothing precluded the use of men for periods longer than the 
nan, of the | standard, except monthly limits, which in many instances now 
rail man- | were being canceled by agreement between rail labor unions 
2S on rail. § and individual lines. 
N. in par- ori ” 
er, present Pay for “Time Not Worked 
SS_Indigna- The term “time paid for but not worked” in statistical 
reports of the Commission was misleading, Mr. Eastman said. 
| had been | To illustrate, he said that a train crew might make a 200-mile 
beration of | ryn in eight hours; thus, though it actually worked eight hours 
1 that Mr.| jn one day, it was paid for 16 hours, on the basis of the 12%- 
promoted | mile-and-hour standard. The Commission, he said, classed 
World and} the “extra” eight hours’ pay as “time paid for but not worked.” 
es “so the In discussion of full crew laws, Mr. Eastman noted that a 
vas simply | gandard crew consisted of one engineer, one fireman, a con- 
ductor and two brakemen, and that such laws required, under 
ner federal | certain conditions, more than five crew members. 
inager, had “I think there’s no question but that those rules require 
nce as Mr.] the use of unnecessary men, under present conditions,” he said. 
the Lehigh To determine the effect of the full crew laws and so-called 
an annual} “shedule rules” on rail manpower, Mr. Eastman said he 
the road} had asked the railroads to make some hurried estimates. He 
year; and] reported that southern lines had said the effect on them was 
f the rail] sight, but that he had received estimates from the eastern and 
out salary,] western lines to the effect that elimination of full crew laws 
. would bring about a saving of 4,284 men and that elimination 
er said. “I ] of the “schedule rules” would effect a further saving of 2,238 
lear to use} men. The total, 6,522 men, represented about 2.2 per cent of 
ign. __] the total employed in the train and engine service, he said. 
MicNear did Mr. Eastman said he had tried to induce rail unions to 
pointed by | take the initiative in relaxing working rules that meant em- 
and that in} ployment of unnecessary men. They had done so, to a cer- 
ke John L. | tain extent, he added. He stated that labor-management con- 
merica. _| ferences had resulted in agreements to relax monthly mileage 
cNear criti- | limitations and yard operating rules, and that a committee 
. T. opera- | had been appointed by rail union leaders to study the full crew 
a law situation on two representative lines—the New York Cen- 


tral and the Southern Pacific. Mr. Eastman said he expected a 

report from that committee ‘‘some time this month.” 
“Summing up,” he said, “I think there are some oppor- 

tunities for releasing manpower—opportunities not nearly so 


litions (see 


nerally, Mr. large as maintained, but they are important.” 

in railroad T., P. & W. Labor Agreement 

1e railroads 

ffect at the Mr. Eastman then discussed the position he had taken 

d additional | with respect to operation of the T., P. & W., after the federal 

ition in the | government, through the O. D. T., had assumed control of the 

it conserva- } line in March, 1942. He said that, pending completion of nego- 
tiations with the employe unions about wages and working con- 

e branch of | ditions, “we paid the old wages that had been in effect before 

, he stated. .j the strike.” He added that he felt he should await the deci- 


of the total 


sion of the War Labor Board and abide by the result. The 
ttee that he § union spokesmen, he said, put together some “composite” rules 
een a tend- | that constituted a “terrible’ document and would have put a 
oO economize | severe hardship on the road. Mr. Eastman said he thought 
aid, as Fed- | what he should do was to adopt an agreement that was in 
wise. Under § consonance with prevailing wage rates on the eastern lines 


ns of man- 


and one that was as favorable as possible to the railroad. The 
rossly exag- 


agreement that finally was adopted, he added, was a better one 
than any railroad in the country had. 


ton-miles of As to rules prohibiting road crews from performing cer- 


when those } tain yard services, he continued, the present rules on the 
| 1942, when | Tp’ & Ww. did not require road crews to do switching at the 
ton-miles of | Peoria terminal, but road crews did perform switching at other 
per cent, he terminals, he said. Switch engines could be used to better 
rked, based advantage than road engines in yard service at Peoria, he said. 
d noted that ‘He told the committee that: The yard service starting time 
the railroad tule on the O. D. T.-operated railroad was favorable to the 
igine sevice | road; the T., P. & W. had a full crew of five on all trains; 
1e said, was | the inter-regional runs prohibition rule, which Mr. McNear 
Ss, in freight | had cited as an example of manpower waste, had been abro- 
miles repre-} gated on the Toledo, Peoria & Western; a rule, instituted at 
that a tralM| the behest of railroad telegraphers, prohibiting train crews 
y’s run Wa," from taking orders over the telephone, was not in effect on the 


i on a days | 1, Pp @ w. 
12%-miles- Mr. Eastman affirmed Chairman May’s conclusion that, 
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by reason of wage increases granted the T., P. & W. employes, 
the O. D. T. director was able to persuade the employes to 
abandon some of the working rules they had sought to obtain. 

Mr. Eastman said that the increase in the employes’ wage 
rate was 26 per cent. He implied that the increase had been 
justified by the operating results, observing that the net rail- 
way operating income of the road for 1941, under Mr. Mc- 
Near’s management, was $457,605, while for 1942, in nine 
months of which the road was under federal management, the 
corresponding figure was $1,033,024, and the operating ratio 
was about 54 per cent. Asked by Chairman May what dispo- 
sition would be made of the railroad profits, Mr. Eastman 
said that had not been determined. 

Representative Clason, of Massachusetts, wondered if Mr. 
Eastman thought the government ought to take over all the 
railroads. 

“No—I woudn’t want the job,” said Mr. Eastman. 

To an inquiry by Representative Elston, of Ohio, as to 
how the traffic increase on the T., P. & W. in 1942 compared 
with the average for railroads nationally, John W. Barriger, 
III, former federal manager of the line, said that the traffic 
on the T., P. & W. was below the national average in the 
early months of the year, but higher than the national average 
in the latter months of 1942. 

Mr. Eastman said the length of trains had increased on 
the T., P. & W. under O. D. T. operation, from a maximum of 
40 cars under Mr. McNear’s management to a maximum, up 
to the present time, of 135 cars, and added that he believed 
that represented efficient operation. He observed that there 
was no full crew law in Illinois. 


McNear Report Called Incorrect 


“I think Mr. McNear said that in the case of the train 
and engine service he employed 79 in the last quarter of 1941 
and that we increased that number to 110,’ Mr. Eastman con- 
tinued. “We find... . that the figure ‘79’ for 1941 was not 
correctly reported. The correct figure for 1941 was 90, and for 
1942 it was 109... .” 

Gross ton-miles an employe in train and engine service on 
the T., P. & W. averaged 627 in 1941 and 685 in 1942, and net 
ton-miles an employe averaged 268 in 1941 and 333 in 1942, 
Mr. Eastman said. He added that Mr. Barriger was preparing 
. ~ oy in which “all these things will be covered in great 

etail.” 

Dealing with legislation before the committee, relating to 
utilization of manpower, Mr. Eastman directed his remarks 
particularly to the Wadsworth bill, H. R. 1742, under which 
local draft boards might, with the help of assistants assigned 
to it by the President, assign workers to jobs in war indus- 
tries. Mr. Eastman said it seemed to him there would be a 
serious administrative problem in carrying out the machinery 
to put such legislation into operation. Local selective service 
boards probably would be the first to admit that they were not 
equipped to administer such a law, he said. 

Answering a series of questions, Otto S. Beyer, director of 
the O. D. T. division of transport personnel, said the policy of 
the railroads with respect to requests for deferment of em- 
ployes did not differ from that of any other industry; that 
the railroads had not yet completed their manning tables, used 
in scheduling replacements of workers going into the armed 
services; that the railroads now needed about 70,000 employes, 
and that they were working out programs under which men 
could be transferred from jobs that women could fill to jobs 
that could not be filled by women. Mr. Beyer said that on the 
Southern Pacific about 10 per cent of the employes were 
women, while on railroads nationally women constituted about 
4% per cent of the total employes. About 30,000 employes of 
the Pennsylvania and about 20,000 of the New York Central 
had gone into the armed services, he observed. 

To a question about prospects for rationing of travel, Mr. 
Eastman said he was anxious to avoid such rationing. He ex- 
plained that the O. D. T. had been unable to devise a system 
of travel rationing that would not involve “a tremendous drain 
of manpower.” It was difficult, also, he said, to see how an 
uncontrollable black market and various other troubles in 
prospect for travel rationing could be avoided. Surveys by the 
O. D. T. had shown that unnecessary travel in October, 1942, 
amounted to 29 per cent of the total, as compared with 34 per 
cent in May, 1942, and a further decrease was expected to be 
shown in a test being made this month, he said. 


McNear Asks Investigation 
George P. McNear, Jr., president of the Toledo, Peoria and 
Western, in a telegram to Director Eastman May 8, said the 
director’s testimony about the economical and efficient man- 
agement of the T. P. & W. by the O. D. T., and his denial of 
McNear’s charges of wasteful management, raised questions of 
fact. The best way to resolve such questions, he said, was to 


1158 


submit them for investigation and report to a special master 
of referee to be appointed by the senior judge of the United 
States Circuit Court of Appeals at Chicago. 

This suggestion, said Mr. McNear, was a repetition of re- 
quests made by him last fall (see Traffic World, October 31, 
1942, p. 1033, and November 7, 1942, p. 1092). He asked the 
director to “agree that all questions relating to wastes arising 
from featherbed rules you inaugurated on our railroad last 
July be submitted for impartial investigation and report by a 
special master or referee to be appointed by the senior judge 
of the United States Circuit Court of Appeals at Chicago.” The 
telegram continued: 


The public wants effective prosecution of the war, not treason- 
able practices for the benefit of gangster labor leaders. Eventually 
the public will demand the fixing of the responsibility for all waste- 


ful featherbed rules which interfere with efficient war production. For 
the protection of all concerned, including yourself, we believe the 
wastes inaugurated on our railroad should be investigated and cor- 
rected without further delay. 

This also raises the question of what you are going to do about 


stopping the wastes of featherbed rules nationally, when the agreement 
between major railroads and the brotherhoods, not to disturb these 
rules, expires on June first. 


The last statement refers to the fact that, when the so- 
called Washington agreement on wages and rules was signed 
by the railroad conference committees and the rail union lead- 
ers, December 1, 1941, it contained a clause providing for no 
attempt to change working rules for the following eighteen 
months. 

Mr. Eastman has replied to Mr. McNear’s telegram of 
May 8, saying that he was advised that no court had jurisdic- 
tion to investigate the issue which Mr. McNear proposed to 
submit. In any event, Mr. Eastman’s telegram said, he saw 
no need for such an investigation, and continued: 

In exercising the authority delegated by the President I have acted 


and am responsible for and satisfied with the results. As to the 
national question you raise, I have no authority to adjust contracts 
between the railroads and employes. Procedure for this purpose is 
governed by statute. Whether management will avail itself of this 
procedure on June 1, I do not now know. 

UPST..TE N. Y¥. TRUCK WAGE CASE 


The Highway Transport Association of Upstate New York, 
Inc., by its executive secretary, Joseph M. Adelizzi, has filed a 
petition with the National War Labor Board asking it to review 
the decision of the board’s Trucking Commission in which it 
awarded wage increases to about 700 employes of trucking 
companies in the Albany, N. Y., area, the employes having 
been represented by Local 294 of the International Brother- 
hood of Teamsters (see Traffic World, March 6, p. 534). The 
petition stated that the association, representing the employers 
involved in the case, had asked the Trucking Commission to 
review its own award and finding on March 20, 1943, and that 
the commission denied that petition April 3. 

As set forth in the petition, the association’s objections to 
the Trucking Commission’s decision are based on the conten- 
tion, among others, that the granting of wage increases retro- 
active to Aug. 1, 1942, the date of expiration of the old con- 
tract, violates the terms of an employe-employer agreement 
under which the union promised to avoid any strike pending 
consummation of a new contract. According to the petition, 
the employers had agreed to retroactivity of the wage in- 
creases, prior to submission of the case to the arbitrator, but 
had conditioned their offer on the “no-strike” promise. 

“The employers have argued and without contradiction,” 
continued the petition, “that there was a two-day strike and a 
strike of so serious a nature that several government agencies 
had to intervene. The individuals represented by the employers 
suffered financial loss and damage as a consequence of the 
strike. ... The union. . . implies that the breach of contract 
was committed by individual members for whom the union 
was not responsible. . . . Unions must be charged with respon- 
sibility for the actions of their members. . .” 

The petition showed that the employers had suggested 
that the increases be made retroactive to Oct. 7, 1942, the date 
on which the dispute was submitted to the National War Labor 
Board for arbitration. 


COAL PERMITS REQUIRED 


In General Order O. D. T. 9-A, effective at 7 a. m., May 17, 
Director Eastman subjected to O. D. T. permit requirements 
both the transportation of coal by rail to lake ports and the 
movement of coal on the lakes, to make available more cargo 
space for iron ore shipments. Under the order, it was stated, 
the O. D. T. would limit the lake coal traffic according to 
requirements for vessels needed to carry iron ore from upper 
lake docks to lower lake ports. 
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Eastman Opposes Supply Bill - 
Director Eastman, of the Office of Defense Transportatioy, | ious 
in a letter addressed to Senator Maloney, of Connecticut, ha: 
opposed S. 885, a bill to establish a civilian supply administra. TI 
tion, on the ground that it would thrust a new and separat, | “Kes 
agency part way into the field of determining transportation fuel re 
priorities and preferences or supplies and materials for trans. |‘! 
portation purposes. solid 
Insofar as the bill applied to transportation, said Mr, East. inns 


man, it provided that the Civilian Supply Administration “shajj a 


first determine the amount and type of transportation service; | “7° 
and facilities necessary to keep the civilian population healthy sill _n 
and functioning effectively, and then determine and apply t rogeth 
the appropriate government agencies for the amount and type ihe €@ 
of manpower, facilities, services, materials, and supplies re. erably 
quired to establish and maintain such transportation service ndica 
and materials.” Us 

Mr. Eastman pointed out that the war agencies of the goy. ] 14 per 
ernment were set up on functional lines, one having charge of | 45,8 
domestic transportation, one overseas transportation, one indys. | «o™mP#! 


trial production, and so on. jin = 
“The establishment of a separate civilian agency, as the bowel 
protector of a very vague and undefined interest, would cut 






















across all of these agencies in complete disregard of their func. 7 
tional character and certainly to the detriment of their success. | pitumi 


ful operation,” said he. “These services and facilities cannot he 
divided and the operating units thereof earmarked for or allotted 
exclusively for civilian use as against military use or vice 
versa. ... 

“Consider, for example, steel rail. How would it be pos. 
sible for anyone to determine the amount of such rail for re. 
placement purposes that the railroads need to maintain trans. 
portation services necessary to keep the civilian population 
healthy and functioning effectively, as distinguished from the 
amount that they need for purposes more directly related to the 
war effort? The same question may be asked with equal per. 


in 1942 
mainté 
manpo 
ability 
impos: 
placed 
and fa 


Cos 


tinence in the case of any item of railroad property, or with | 4; Fs 
respect to any other type of transportation. ing, | 
“If it is agreed that transportation presents but a single point 
problem, then there must be a single claimant to determine and ] of ¢ 
apply for the materials and equipment required to establish } oq] 
and maintain the transportation service essential for both } indus 
civilian and military needs. This is exactly the function the } cong 
Office of Defense Transportation is now performing. inclu 
“It cannot, I think, be claimed with any semblance of } rate 
foundation in fact that the transportation system of the Nation ] 
has not thus far met both civilian and military needs ade- | pir 
quately. Indeed the criticism with which I am frequently met, } was ; 
in Washington but not elsewhere, is that the civilian needs have | exter 
too generously been met. While I do not agree with this criti- } (ong 
cism, it seems to be reflected in S. 885 by the emphasis which April 
is placed upon the possible need for rationing transportation 
services to the civilian population. That is, I may say, a thought } sy , 
which has particularly found support in military circles. cei 
“Tf S. 885 should become law in its present form, I am ] » th 
quite certain that I would be unable effectively to carry out } fr j 
the responsibility for domestic transportation service which has } thar, 
been placed upon me by the Executive orders of the President. } the ¢ 
It would, as I see it, create a chaotic and impossible situation.” ] xt | 
The Senate, May 10, passed the bill and sent it to the | 
House. Senator McNary, of Oregon, opposing the measure, re- } jiny. 
flected views expressed by Mr. Eastman in his letter to Senator ] :ffe, 
Maloney. ‘ion. 
fir 
COAL AND TRANSPORTATION a 
O. D. T. Director Eastman has urged coal consumers to | '8 
order next winter’s supply now as a safeguard against possible - 
future shortages. He said the railroads could transport enough nut 
coal to meet prospective demands only if the fuel was kept , 
moving steadily throughout the year, since there was not suf- ete 
ficient railroad equipment to provide a reserve for peak move- §“™ 
ments. His statement follows: ~— 
Transportation of coal from mines to consumers is today more . I 
than ever an all-rail job. The railroads have lost much of the help }0al 


they used to receive from coastwise colliers and some of the help they 
had from motor trucks. And the volume of coal required to meet 
war demands is substantially larger. The railroads cannot do this 
big transportation job unless the coal is kept moving over the rails 
week in and week out all through the year. 


There are not enough coal cars available, not enough locomotives, i 
to provide a reserve for peak movements. Coal must be hauled in 
the warm spring and summer months as well as in the fall and winter 
months. If the movement slackens off in the nonheating season, the }/,., 
railroads will not be able to haul enough extra fuel next fall and], . 
winter to make up the difference, and suffering will result. 


The way for consumers to safeguard themselves against hardship 
is to place their orders for next winter’s coal supply now. By % 
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ying they will help keep the coal moving and help avert the otherwise 


sportation yous risk of grave shortages next winter. 
yet Ra Threats of inadequate water transportation on the Great 
d separat; lakes and along the Atlantic seaboard in the face of increasing 
‘sportation el requirements made the ordering and storing of coal in the 
for tr "} ymmer months imperative, to prevent a fuel crisis next winter, 
me slid Fuels Administrator Ickes asserted in a statement out- 
| Mr. East jning factors that, in his opinion, pointed to such a crisis. _ 
Pg “at Late opening of the Great Lakes navigation season might 
ON Services inerease the burden on “the already hard-pressed railroads” 
on healthy ti] more, and increased coal requirements in New England 
d apply : gether with decreased availability of ‘water transportation on 
t and nis the eastern seaboard had _ tightened rail transportation consid- 
applies = aably in the east, he said. He submitted the following data as 
mn services ndications of a possible coal crisis next fall and winter: 

Users of coal ordinarily moved via the Great Lakes will need about 
of the goy-§ 14 per cent more coal in 1943 than in 1942. As of May 3, 1943, only 
, charge of | 495,890 tons of coal had been loaded into vessels for lake movement, 
one indus. compared with 7,790,052 tons at the comparable time last year. Users 


in the regions served by the coal docks on Lake Superior will require 
about 11,830,000 tons in 1943, compared with 9,828,851 tons in 1942. 
Those docks had only 750,000 tons left over in storage as of May 1, 
1943, compared with 2,987,695 tons on May 1, 1942. 

New England users are expected to need about 17 per cent more 
bituminous coal and about 13 per cent more anthracite this year than 
in 1942. The growing mine manpower problem will make it difficult to 
maintain the production necessary to meet 1943 requirements. Lack of 
manpower and other operating difficulties have sharply curtailed the 
ability of retail dealers to maintain deliveries, making it generally 
impossible for them to meet consumers’ requirements unless orders are 
placed now so as to enable them to make full use of all available men 
and facilities in the summer months. 
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Coal Act and Railroads 


Advocating extension of the life of the bituminous coal act, 
as proposed in two House bills and two Senate bills now pend- 
ing, Senator Guffey, of Pennsylvania, speaking in the Senate, 
pointed to a decreasing ratio of rail freight rates to total prices 
of coal as evidence of success of efforts of the Bituminous 
Coal Division to bring about a healthier situation in the coal 
industry and commended the work done by the bituminous coal 
consumers’ counsel, established under the bituminous coal act, 
including the participation by the consumers’ counsel in coal 
rate cases before the Interstate Commerce Commission. 

He observed that the existing bituminous coal act would 
expire May 24 unless a new bill were enacted or unless there 


ut a single 
ermine and 
oO establish 
1 for both 
unction the 


mblance of 
the Nation 
needs ade- 


uently met, | was an agreement as to a further extension such as the 30-day 
needs have} «tension authorized by a continuing resolution adopted by 
h this criti-] Congress prior to the original extension date of the coal act, 
hasis which } April 26, 1943. 

insportation “For several years prior to 1942 the railroads of the coun- 
y, a thought |:y were paid more for transporting coal than the producers 
cles. ceived for it,’”’ Senator Guffey said. “In 1942 the amount paid 
form, I am |) the producers of coal was equal to that paid to the railroads 
> carry oul | or its transportation. I am not advocating that the railroad 
e which has | tharges for transporting coal be lowered. I mention this to show 
e President. | he depths to which the coal industry had fallen before the coal 
2 situation. | xt became operative .. . 

it it to the “The evil of quantity discounts has been entirely discon- 
neasure, re- 


inued. The consumers’ counsel has participated in many cases 
ifecting coal rates before the Interstate Commerce Commis- 
on. He has been particularly helpful . . . through his action 
n initiating and cooperating with producing, distributing and 
tansporting interests in the successful ‘Buy-Coal-now’ cam- 
jalgn of 1942. ... That the campaign was successful is evi- 
dent now in the spring of 1943, when the supply of coal has 
outlasted a severe winter.” 

_ Senator Guffey inserted in the Congressional Record a 
etter, dated May 12, received by him from Solid Fuels Ad- 
mnistrator Ickes, describing the wartime role of the Bitumi- 
"us Coal Division as “vital” and containing the following 
fatement about its activities with the cooperation of the 
)D. T., the Commission and the railroads in connection with 
oal strike threat: 


e to Senator 


ynsumers to 
inst possible 
port enough 
21 was kept 
vas not suf- 
peak move- 


; today more 
1 of the help 
the help they 
iired to meet 
innot do this 
ver the rails 


_ As a result of prudent and far-sighted planning by (Bituminous 
al) Division employes, acting for the Office of Solid Fuels Adminis- 
‘ator for War, a comprehensive program was launched, creating a 
bool of bituminous coal which was in railroad cars on track at or 
1 locomotives, jbout the time of the suspension. Weeks of prior planning, with the 
en hauled in constant and sympathetic cooperation of the officials of the War Pro- 
11 and winter ‘uction Board, the Office of Defense Transportation, and the Interstate 
g season, the “mmerce Commission, put the government in a position where on a 
iat fall and iw hours’ notice, and with the patriotic participation of the railroads, 
iit |® Pool of several million tons of coal was immediately provided, avail- 

3 hi able for release to consumers with less than a 10-day supply of coal. 
ainst hards : ‘mlarly, within several hours after the 2-week truce was announced 
now. By 4 Sunday night, the railroads having communicated their desire to 
‘ave these freeze orders immediately rescinded so as to avoid possible 
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interruption of the most effective utilization of transportation capacity, 
this release was accomplished at midnight Sunday, May 2, 1943, after 
discussion at that hour with the officials of the Office of Solid Fuel 
Administrator for War, War Production Board, Office of Defense 
Transportation, and the Interstate Commerce Commission. 

I am very proud of the manner in which the entire program has 
been handled. Its success, in very great measure, is a reflection of 
the efficiency and effectiveness of the Bituminous Coal Division. ... 
I must have it available to me in the future if the government is to 
act with the promptness and competence which the delicate character 
of the situation requires, ... 





COAL CAR SUPPLY SERVICE ORDER 


Stating that an increased movement of coal from mines on 
the Chesapeake & Ohio, Louisville & Nashville, Norfolk & 
Western and the Virginian had materially reduced the available 
car supply on those roads, and that an emergency existed re- 
quiring immediate action to prevent shortage of railroad equip- 
ment, the Commission, division 3, issued service order No. 122, 
effective 12:01 a. m., May 10, requiring the Illinois Central not 
to use after being unloaded and to return empty all coal cars 
(hopper cars and gondola cars having sides not less than 38 
inches in height) owned by the aforementioned roads to such 
home lines either via the direct route or via the service route 
(route of the loaded haul). The operation of all car service 
rules, insofar as they conflict with the provisions of the order 
are suspended. It was stated that the provisions of the order 
“shall be subject to any special or general permit” issued by 
the director of the Commisison’s Bureau of Service to meet 
specific needs or exceptional circumstances. 


Oil Barge Program Altered 


The Office of Defense Transportation has announced major 
revisions in the barge construction and conversion program. A 
fleet of 168 all-steel barges, it said, with a total carrying ca- 
pacity of 1,600,000 barrels, construction on which would begin 
immediately, had replaced 195 wooden barges included in the 
program authorized last December. The reason for the shift 
to steel barges, said O. D. T., was the shift in emphasis to light 
oils—the so-called ‘‘clean products’—as barge cargo, as only 
heavy residual fuel oil could be moved safely in the wooden 
boats, while the all-purpose steel barges would be able to move 
whatever petroleum products were offered, to navigate the 
upper Ohio River, and would be much more efficient than the 
wooden barges. 

With the elimination of the 195 wooden barges, the O. D. T. 
said, construction of the water-rail trans-shipment terminal at 
Olmsted, near Cairo, Ill., which was planned for the trans- 
shipment of residual oil, became unnecessary. 

Other changes in the program, said O. D. T., included a 
reduction in the number of steel dry-cargo barges to be con- 
verted to petroleum carriers, the program having been trimmed 
from the authorized 259 to the 116 which were already con- 
verted or were in the process of being converted. Withdrawal 
of more open-top barges for conversion, it said, would hamper 
the movement of coal by water and throw an additional burden 
on the rails. 

As the program now stands, says O. D. T., it calls for the 
construction of 305 wooden and composite (wood and steel) 
barges, capacity 6,000 barrels each; 168 all-steel barges, ca- 
pacity 9,500 barrels each; 100 diesel tugboats, of 600 horse- 
power each; 21 river steam towboats of 2,000 horsepower each; 
water-rail-trans-shipment facilities at Jacksonville and Panama 
City, Fla.; and the already converted 116 dry-cargo steel barges, 
average capacity 10,650 barrels. 

Actual construction of the waterway equipment intended to 
increase the transportation of oil to the eastern seaboard was 
progressing well, under the direction of U. S. Army engineers 
and the Inland Waterway Corporation, and it was expected, 
said O. D. T., that many of the steel barges would be ready for 
service by late October, when the 21 river towboats to haul them 
were scheduled for delivery. Summing up the status of the pro- 
gram as of May 1, O. D. T. said that conversion of 62 barges 
had been completed, 54 were partially completed, and only 
three had not yet been started. As to wooden tank barges, it 
said that two had been completed, 21 were scheduled for de- 
livery in May, 35 in June, 37 in July, and 40 in August. Of the 
composite wood-and-steel tank barges, O. D. T. reported 31 to 
be delivered in May, 35 in June, 38 in July, 34 in August, and 
12 in September. 

Four tugboats were scheduled for delivery in May, said 
O. D. T., 11 in June, 18 in July, 19 in August, 22 in September, 
and 26 in October. The first towboat, it said, would be delivered 
in July, 3 in August, 8 in September, and 9 in October. The 
transfer and pumping facilities at the Panama City and Jack- 
sonville terminals were expected to be ready for partial use 
by June 1, and for full use by July 1, said O. D. T. 

The O. D. T. said that 400 wooden cargo barges had also 
been authorized for construction when needed, but that action 
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on these barges would depend on the need for replacing the 
steel barges converted to the petroleum trade, a survey being 
under way to determining the need for replacing any, or all, 
of the 116 barges withdrawn. 

When the equipment went into use, said O. D. T., the 305 
wooden and composite barges and the 100 tugs would transport 
residual oils from the Texas field along the Gulf Intracoastal 
Waterway to Jacksonville, Fla., and along the Atlantic Intra- 
coastal Waterway approximately to Wilmington, N. C. The 21 
river towboats, it said, the 168 all-steel tank barges, and about 
40 of the 116 converted barges, would be operated on the Mis- 
sissippi and Ohio rivers, moving products from the Texas field 
and from the pipeline terminal at Helena, Ark., to ports as 
far north as Cincinnati and the St. Paul-Minneapolis area. The 
remainder of the converted tank barges, O. D. T. said, would 
carry petroleum products along the Gulf Intracoastal Water- 
way from Texas to Carrabelle, Fla., to feed the Trans-Florida 
pipe-line; to Port St. Joe, for trans-shipment via the south- 
eastern pipeline to Atlanta and Chattanooga; and to points 
along the Atlantic Intracoastal Waterway. 

Anticipated deliveries of petroleum and petroleum prod- 
ucts by barge and Great Lakes tankers into the 17 eastern 
states comprising district 1, the O. D. T. said, were 144,000 
barrels a day for the second quarter, 201,000 barrels a day for 
the third quarter, 175,000 barrels a day for the fourth quarter, 
and 135,000 barrels a day for the first quarter of 1944, deliveries 
tapering off as cold weather would hamper- operations. These 
figures, O. D. T. pointed out, did not include the large volume of 
petroleum and its products which barges would move up the 
Mississippi to the Twin Cities, and up the Mississippi and Ohio 
to ports short of the district 1 line, and along the Atlantic Intra- 
coastal Waterway within district 1. 

Among the reasons cited by O. D. T. for the change in the 
construction of wooden barges are these: Wooden barges can- 
not be efficiently operated on the Ohio River because of the 
difficulty in putting them through the locks; they require the 
service of more powerful towboats; certain critical lumber items 
required for their construction can be utilized to better advan- 
tage in dry-cargo barges. The first wooden tank barge would 
have its trial run some time in May, said O. D. T., moving 
residual oil from Jacksonville to Philadelphia. 


Oo. D. T. APPONTMENTS 


Samuel Botsford, chief of the news section of the O. D. T. 
office of information, has been appointed by Director Eastman 
to the position of O. D. T. information officer. He succeeds 
Bryant Putney, who resigned to take a commission in the 
navy. Phelps D. Sample has been made chief of the news sec- 
tion, and Buel W. Patch, formerly of Editorial Research Re- 
ports, continues as assistant O. D. T. information officer. Both 
Mr. Botsford and Mr. Sample are former Pittsburgh news- 
papermen. 

Director Eastman has announced the appointment of 
Charles W. Taylor, of Chicago, Ill., as assistant director in 
charge of perishable freight in the O. D. T. division of railway 
transport. Mr. Taylor will fill the vacancy caused by the 
resignation of Horace M. Wigney, who recently was appointed 
a consultant to the division of traffic movement in administra- 
tion of O. D. T.’s general order No. 18, as it applies to perish- 
able freight. 

Mr. Taylor, a native of Copperas Cove, Tex., comes to the 
O. D. T. from the Atchison, Topeka & Santa Fe where he held 
the position of assistant to the general superintendent of trans- 
portation in Chicago. His entire railroad career, with the ex- 
ception of one year with the Southern Pacific Lines in Texas 
and Louisiana has been with the Santa Fe and its subsidiary 
companies. 


CURTAILMENT OF TRAVEL 


Director Eastman has commended the International Board 
of Trustes of Kiwanis International on its unanimous decision 
to cancel the annual convention of that organization, scheduled 
to be held in Chicago from June 22 to June 24. 

The decision of Kiwanis was made in response to a request 
from the Office of Defense Transportation, which has been 
urging the voluntary cancellation of conventions and other 
group meetings that impose a concentrated load on passenger 
transportation facilities. The Kiwanis convention last year at 
Cleveland was attended by over 5,000 persons. Plans for the 
1943 meeting called for a streamlined war conference. Res- 
ervations for this conference had already reached 1,500 when 
the decision to cancel was made. Text of Mr. Eastman’s tele- 
gram to O. E. Peterson, Secretary of Kiwanis International, 
follows: 


Heartily congratulate your board of trustees on unanimous decision 
to cancel stheduled 1943 international convention. Such voluntary 
action in response to our request for cancellation of meetings that 
increase and concentrate passenger traffic sets a laudable example for 
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other groups. I feel sure Kiwanians will accept this disruption of 
normal Kiwanis procedure in the same spirit they have shown in ajj 
their war work. You are making a major contribution to our traye| A 
conservation program by giving right of way to armed forces angq 





strictly war-business travel. gurch 
dock 
Spacing of annual leaves of government employes through. | by Di 


out the year, reduction of government business travel to a mini- V 


mum, and careful scrutiny of all requests for government ] petrol 
speakers at conventions and trade gatherings have been urgeq ] in the 
on all government agencies by Director Eastman in a letter ] of wé 
to the agencies. that 

Heavily increased demands for passenger transportation | 3 10! 
service for the armed forces and for civilians traveling on war | of fac 


business were severely limiting the travel facilities available K 























for the public, said he. He outlined the efforts of O. D. T, to | ment 
eliminate strictly non-essential travel and minimize vacation ] tank 
travel, and urged other government agencies to support O, Dp,  portic 
T.’s program by taking the three steps he suggested. Contin. } the 0 
uing, he said: I 
Each of these three suggestions for saving transportation must be p over 
followed closely by all of us if government agencies are to make | loadin 
their full contribution to this program. j ceive! 
This conservation policy involves no sacrifice beyond those which 5 
we are asking everyone to make in order to bring about the trave] } not r 
savings which must be effected if the railroads and bus lines are to | [oss 
perform satisfactorily their wartime obligations. equip 
I feel that the federal agencies can be of great help in this cam- rta 
paign by setting an example in travel conservation to the public, and as ; 
I urge your full support. ; 
refin 
The policy of staggering vacations throughout the year, } supp! 
and of beginning and ending vacations on Tuesdays, Wednes- } whicl 
days, or Thursdays, has been urged on business and industry | every 
generally by O. D. T., through letters to trade associations and ] tion 
employers. It was stated that O. D. T. had been appealing for ‘ 
concelation of conventions, pointing out that convention travel } paret 
interfered with more essential travel. In his letter to the gov- } supp 
ernment agencies. Mr. Eastman observed that the appearance § stanc 
of government representatives at such meetings stimulated ] direc 
attendance and often provided the major reason for the meeting. } to bl 
. for 
Becraft Motor Operation shou 
Referring to a statement in the Traffic World, May 8, p. aa 
1103, and in the Daily Traffic World and Bulletin of May 7, } joj, 
p. 6, under the heading, “Truck Joint Action Plan,” Becraft | 
Motor Express, Kokomo, Ind., has pointed out that, under the } ¢,,, 
plan, its major operation between Indianapolis and Kokomo, ship] 
Ind., remains intact. ng ¢ 
The statement challenged by Becraft Motor Express as ]} ppt 


erroneous and reproduced in the Traffic World article referred 
to was contained in a “press release’”’ issued by the Office of 
Defense Transportation. The sentence in question as it ap- 
peared in the “press release” follows: 


I 

Becraft Motor Express also will suspend its service for shipments ]} shor 
moving in both directions between Indianapolis, Kokomo, Peru and ] ppp 
their intermediate points. 

The text of the order, O. D. T. 3, Revised 22, approving ik 
the joint action plan, does not afford basis for the statement lo 
made in the O. D. T. “press release.” As stated by Becraft tat 
the order does not affect its operation between Indianapolis 
and Kokomo. The text of the part of the order in question C 
follows: oF 

1. Becraft, Clemans, Hayes, and Keeshin shall suspend their serv- § SUD] 
ices in respect of shipments moving from Indianapolis to Carmel and }£. | 
Westfield, Indiana, and in the reverse direction. sect 

2. Becraft shall: 

(a) Suspend its services in respect of shipments moving from prot 
Kokomo to Peru, Indiana, and intermediate points, and in the reverse Fla 
direction; ae 

(b) Suspend its services in respect of shipments moving from Indi- ‘iat 
anapolis, and intermediate points between Indianapolis and Kokomo, 
to Peru and intermediate points between Kokomo and Peru, and i J pp 
the reverse direction. on 

Becraft says the only service which it is suspending is the rs 
transportation of movements between Kokomo and Peru, It },, 
diana, and between Indianapolis and Peru, Indiana. uk 

The agreement on which the O. D. T. order was based out 
said that the Clemans Truck Line would handle all freight of | \) 
Becraft Motor Express between Indianapolis and Peru, Ind, Fy, 
and eliminating Becraft Motor Express from servicing Pe? js, 
from Kokomo, Ind., with partial loads, and returning empty ] 1g 
from Peru to Kokomo, Ind. This would enable Becraft Moto } vr 
Express to handle overflow tonnage between Indianapolis and } dot 
Kokomo, it was stated in the agreement. ta 

The Office of Defense Transportation said the statement | me 


in its press release, challenged by Becraft, was incorrect. 
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. * oe 
wt ot | Petroleam Transportation 
seca An appeal for the cooperation of bulk suppliers and bulk 
wees and | wrchasers of petroleum products to make possible round-the- 
dock loading and unloading by tank trucks was made May 12 
through. | ty Director Eastman. : ; 
to a mini- Warning that increasing military and naval demands for 
vernment | petroleum products would offset recent and anticipated gains 
2en urged | the eastern movement of oil and the general improvement 
1 a letter | of wartime petroleum transportation, Mr. Eastman indicated 
that the petroleum transport crisis probably would continue 
sportation | long as material shortages prevented any great expansion 
1g on war | of facilities. ; 
available “It is necessary,” he said, ‘‘to squeeze every possible mo- 
. D. T. to | ment of efficient use out of the facilities now available. For 
. vacation | ank trucks that means the assumption of a still greater pro- 
ort O, D, | portion of the short-haul movements for which their service is 
1. Contin. | the most efficient.” 
In order that the limited number of tank trucks could take 
on must be | "er more of this traffic, Mr. Eastman said, round-the-clock 


e to make | lading and unloading must be permitted by suppliers and re- 


ceivers Of petroleum products in bulk. 

“Tank trucks waiting to load or unload,” he said, “are 
not releasing tank cars for movements of petroleum to the east. 
Loss of tank truck hours as the result of these delays wastes 
equipment and manpower essential to the Nation’s war trans- 





















hose which 
the travel] 
ines are to 


a — cam- | portation program.” 
a Mr. Eastman’s appeal was addressed to such shippers as 
refiners and operators of pipeline, barge, marine and other 
the year, | supply terminals, and such purchasers as industrial users— 
, Wednes- | which burn, for example, millions of gallons of residual oil 
d industry | every day—other commercial consumers, bulk and filling sta- 
ations and | tion operators, and jobbers and distributors. 
oealing for These bulk consumers, said Mr. Eastman, must be pre- 
tion travel | pared to accept delivery of petroleum products by truck if the 
oO the gov- | supply point is within 200 miles of their tanks. In some in- 
appearance | stances alteration of unloading facilities was necessary, but the 
stimulated } director asserted that this difficulty should not be permitted 
1e meeting. | to block the diversion of more short-haul movements to truck. 
Recognizing the manpower problems involved in arranging 
for acceptance of deliveries at night, Mr. Eastman said it 
should not be necessary to man storage tanks all night for this 
May 8 purpose. Close cooperation among supplier, purchaser and 
of ie , carrier should make attendance necessary only during the time 
”B y j | ‘livery was being made, he asserted. 
ye __ The adequacy of petroleum tank truck facilities in Florida, 
a wale Georgia, and North and South Carolina will be explored by 
' | ‘tippers, carriers, and government representatives at a meet- 
ng called for May 18 in Atlanta by the Office of Defense Trans- 
— . vortation. 
og dae of “The policy of diverting short-haul movements of petroleum 
7 woducts to tank trucks already has released many railroad tank 
| aS it ap- |* . ; y J 
ws from this region for longer cross-country hauls,” said the 
" .D. T., pointing, however, to the relatively large number of 
or shipments 


‘wort-haul tank car movements in the region under O. D. T. 
ermits as evidence that the program might be carried further. 

Information about the equipment supply situation which 
re O. D. T. obtains at the Atlanta meeting will determine 


o, Peru and 


approvin a : , 
d pe rs dlicy for the granting of short-haul tank car permits and the 
by Becraft llocation of new tank truck units to carriers in those four 


tates, 


Samuel F. Niness, chief of the petroleum carriers section 
{0. D. T.’s division of motor transport, will conduct the meet- 
ng, at which are expected approximately 100 refiners and other 
uppliers, and private, contract, and common carriers. Charles 
E. Cranmer, superintendent of the over-the-road unit of the 
‘ection, also will attend. 

On May 20, Florida shippers and carriers of petroleum 
products will meet with O. D. T. representatives in Jacksonville, 


fla, for a discussion of the equipment supply situation in that 
‘late, 


Details of the plan under which the Defense Supplies Cor- 
oration, a subsidiary of the Reconstruction Finance Corpora- 
on, makes compensatory adjustments to cover so-called excess 
fansportation costs on such movements of petroleum and its 
roducts to the east coast area as would not normally have 
aken place in the absence of a tanker shortage, have been made 
public by H. A. Mulligan, president of the D. S. C., with the 
publication of that agency’s revised regulation No. 1 in the May 
2 issue of the Federal Register. The regulation was issued 
March 21 and was filed with the Federal Register May 11. It 
“ts forth conditions under which “persons” as defined in the 
legulation may apply for compensatory adjustments and pre- 
“tribes the procedures for making such applications and for 
‘ttermining ‘extra transportation costs.” Copies of the Fed- 
tal Register may be obtained from the Superintendent of Docu- 
nents, Government Printing Office, Washington, D. C. 

Rail tank car shipments of petroleum and its products into 
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the eastern seaboard states constituting district No. 1 aver- 
aged 965,582 barrels daily in the week ended May 8, estab- 
lishing a new record for this movement and exceeding the 
previous high mark, made in the preceding week, by 2,784 
barrels, the Petroleum Administration for War reported May 
13. The movement of kerosene in drums in box cars into New 
England in the week ended May 8 averaged 16,523 barrels a 
day, 920 barrels below the daily average of the preceding 
week, the P. A. W. reported. 





PETROLEUM UNLOADING RECORD 


In one day of the week of May 3, it was said at the Office 
of Defense Transportation, 4,701 tank cars, carrying 1,020,117 
barrels of oil—a record—were unloaded at approximately ten 
principal eastern unloading points. Reasons assigned for the 
record day were good weather, heavy arrivals of crude oil, and 
the absence of interferences of any kind. 


N. Y.-MASS. PIPELINE BILL 


Representative Holmes, of Massachusetts, has introduced 
H. R. 2686, a bill to provide for the immediate construction of 
a petroleum pipeline from Albany, N. Y., to Worcester, Mass. 
The bill authorizes the petroleum administrator to acquire land 
and interests in land by purchase, condemnation or. otherwise, 
and appropriation of such sums as may be necessary to carry 
out the provisions therein. 


Efficient Use of Freight Cars 


In identical letters to the National Industrial Traffic 
League and the Shippers’ Advisory Boards, Commissioner John- 
son has urged shippers to clean cars promptly to prevent de- 
lays in making the cars available for reloading. 

“It is useless for a man to unload a car quickly and leave 
it unsuitable for immediate use,’ said Commissioner Johnson. 
“A shipper may demand a car suitable for immediate loading. 
It is the duty of the railroad to furnish such a car. A shipper 
loads out his car, and, in accordance with the admonition, loads 
it carefully and securely to minimize damage, as he should. 
He puts into the car the freight to be moved, together with the 
dunnage. That’s his duty. ‘The consignee’s duty is promptly 
to unload the car of tonnage and dunnage. He is to take out 
everything that the shipper puts in. He is far from doing his 
duty if he leaves anything in the car.” 

Commissioner Johnson asked that the information be dis- 
seminated ‘with emphasis.” We were approaching the limita- 
tions of the railroads, he said, and that, difficult as it was to 
regulate clean unloading, “an attempt will be made to force 
—— of that principle unless improvement is promptly 
made.” 

In making public the letter, N. I. T. L. said that a canvass 
of the situation in a particular area “a year or so ago” had 
disclosed that over a million car days had been lost in that 
region alone through failure of receivers to return cars clean 
to the railroads after unloading. Members of the league were 
urged to give the matter immediate attention. This was one 
practical way, it said, to “save another car day.” 

Commissioner Johnson has approved the program recom- 
mended by the joint committee made up of the N. I. T. L. 
emergency transportation committee and the contact commit- 
tee of the National Association of Shippers’ Advisory Boards 
following a recent conference called by Commissioner Johnson 
for the purpose of devising ways and means to reduce the 
turn-around time on freight cars. The recommendations of 
the joint committee were: That the railroads be urged to initiate 
a more intensive campagin to reduce the turn-around time of 
cars; that shippers pledge themselves to initiate an intensive 
effort to obtain more efficient use of equipment so as to save 
“another car day” on each car used; that the Army, the Navy, 
and other governmental agencies put forth more intensive 
efforts toward car efficiency. 

N. I. T. L.’s special committee on emergency transporta- 
tion matters has asked shippers to notify the railroads as soon 
as cars have been released, and has invited chambers of com- 
merce and commercial and trade organizations to reproduce 
the circular bearing the recommendations in order to bring the 
subject to the attention of their members. 


In a letter to the general chairmen of the thirteen regional 
shippers’ advisory boards, G. H. Shafer, general traffic manager, 
Weyerhaeuser Sales Company, St. Paul, Minn., president of 


the National Association of Shippers’ Advisory Boards, makes 
reference to Commissioner Johnson’s communication and to 
the program recommended by the joint committee. The daily 
average car surplus of 35,000, “reported week after week,” is 
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alarming, says the letter, “and indicates that the dwindling 
supply of cars has reached a danger point.” 

It appeals to members of advisory boards and to shippers 
generally to redouble their efforts to release railroad equipment 
at the earliest possible moment. 

“It is up to shippers to take another notch in their belts, 
put their shoulders to the wheel and increase their efforts in 
an endeavor to save another car day,” it says. “Shippers must 
conduct themselves so that it cannot be said that our transpor- 
tation system failed in an emergency because of the shortcom- 
ings of the shippers and receivers of freight.” 

The letter closes with an invitation to chambers of com- 
merce and commercial and trade organizations to reproduce it 
“or any part thereof” to bring the subject to the attention of 
their members. 


Rolling Stock for 1943 


On the basis of present estimates, total deliveries of new 
railroad rolling stock for 1943, including those already made, 
will comprise over 900 locomotives and about 26,000 freight 
cars, according to Director Eastman of the Office of Defense 
Transportation. The latter figure, he said, included the 20,000 
cars for which materials had been allocated for this year and 
about 6,000 cars authorized but not built in 1942. 

He estimated that materials allocated by the War Produc- 
tion Board requirements committee would provide for deliveries 
of other transportation equipment this year in the following 
amounts: 


Heavy trucks, 7,500; truck trailers, 9,200; third axles, 2,100; busses 


for city operation, 3,000; trolley busses, 75; bus bodies for which 
chassis are available, 7,400; sedan conversions to busses, 3,000; street 
cars, 230; tugs, 124; towboats, 23, and barges, 700. 


Material allocated for locomotives would suffice to keep 
locomotive production at full plant capacity, he said. He added 
that domestic roads would get about 258 freight locomotives, 
including 145 steam, 27 diesel-electric, 85 diesel switch engines, 
and one electric, in the third quarter of 1943, and 307 locomo- 
tives in the fourth quarter, on the basis of present production. 

Except as to freight cars and rail, materials allocated by 
the requirements committee for the third quarter of 1943 would 
meet the minimum needs of all forms of domestic transporta- 
tion for both maintenance and new equipment, he said. 





EXPORT FREIGHT 


Cars of export freight, other than grain or coal, unloaded 
at Atlantic, Gulf and Pacific ports in April this year totaled 
99,240 cars compared with 74,061 in April 1942, according to 
reports compiled by the manager of port traffic and made 
public by the Association of American Railroads. 

“Cars of grain for export unloaded in April this year at 
these ports totaled 5,607 cars compared with 3,217 in the same 
month last year,” says the Association. 

“The average daily unloadings of 3,510 cars of export and 
coastal freight at all United States ports in April 1943 was the 
heaviest on record. The nearest approach was March 1943 
when the daily average was 3,386 cars.” 


Revenue Freight Loading 


Revenue freight loading the week ended May 8 totaled 
816,551 cars, according to the Association of American Rail- 
roads. This was an increase of 27,768 cars or 3.5 per cent 
above the preceding week, a decrease of 22,735 cars or 2.7 
per cent under the corresponding week last year, and a de- 
crease of 20,598 cars or 2.5 per cent under the corresponding 
week of 1941. 

Statistics prepared by the A. A. R. car service division 
follow: 





TRAFFIC Wory 


Railroads and War 


Transportation of troops by rail had been stepped Up te 
the point where now a special troop movement was being 
started somewhere in the United States about every six min. 
utes during the day and night, Major General Charles P, Gro« 
chief of the Army Transportation Corps, said in a round-tab|; 
discussion over the network of the National Broadcasting Co. 
pany, the night of May 8. 

At the present time, General Gross said, the railroads wep, 
carrying in organized parties approximately two million mem. 
bers of the military forces a month. 


Pointing out that the job of transportation in this war wa; 
not only bigger but also more difficult than it was in the firg 
World War, General Gross continued: 


One reason for this is that this war is being fought all over th 
world. Our lines of supply extend across the oceans to all continent; 
and to a multitude of islands. In 1917 and 1918 our overseas militar; 
transportation was confined to the North Atlantic. We had but ty, 
ports of embarkation during our first year at war, and these both op 
the Atlantic coast. Today there are 17 ports operating on the Atlantic 
Gulf and Pacific coasts. This operation from the whole of our g¢; 
frontier has greatly increased the length of the rail haul, and has 
added to the complexity of the railroads’ task. 

Another reason is that this war is a highly mechanized one. Syp. 
plies are consumed and destroyed at a much greater rate than eye; 
before. There are more guns, more tanks and more planes in this: 
war, and they are bigger and better in every way. Our guns with thei 
faster rates of fire consume more ammunition. Our tanks and plane; 
with their greater speed eat up more oil and gasoline. All thes 
changes in warfare have increased the size of the transportation load 


In the first year of America’s participation in this war 
General Gross disclosed, we shipped to our troops oversea 
twice as much materiel and supplies a man a day as we dif 
in the corresponding period in the first World War, and ther 
were nearly three times as many of our men overseas as ther 
were at the same time in the last war. General Gross also saii 
that now we sometimes shipped as many tanks overseas in: 
single day as the United States Army in France had at th 
close of the last war. 


The railroads were doing this much bigger job with far 
less equipment than they had in 1918., said Commissioner J. 
Monroe Johnson, adding: 


For instance, in 1942 the railroads had 600,000 fewer freight cars 
and 22,000 fewer locomotives than they had in 1918. Moreover, there 
were one and three-quarters million fewer cars loaded in 1942 than in 
1918. Yet, by putting more tons of freight in each car and moving 
it a longer distance, the railroads last year were able to perform 230 
billion more ton-miles of transportation service than in 1918—and that 
is nearly 60 per cent more. And, I might add, the railroads hauled 
freight last year for less than a cent per ton mile—the lowest cost to 
the shipper in a quarter of a century. 


Predicting that railroad traffic would continue to increase, 
and would be particularly heavy in October, Mr. Johnson said 
that the ability of the railroads to handle this greater load 
would depend on many things. One of these, he stated, was how 
much equipment would be made available to the railroads, and 
how much work that equipment could be made to produce. 
Another, he said, was to what extent public cooperation and 
railroad technique could be improved. He said that “although 
the railroads have performed and are performing miracles with 
the equipment they have, they are fast approaching their phy'- 
cal limitations,” and added: 


They must have additional equipment, particularly locomotives, if 
they are to continue to supply fully the wants of this transportation- 
consuming nation. I can tink of no more advantageous allocation 
of steel than one that will insure the arrival on the battlefront of 
armament, food and clothes. In fact, it takes railroads to deliver the 
materials that go into the manufacture of the engines of war in the 
first place. If our railroads fail, our entire world-wide military effort 


ll 


Revenue Freight Car Loading—Week Ended Saturday, May 8 

















Per cent decrease under.......... 1941 





Per cent to 15 year average, 112.7. 


Grain and Live 
grain prod. stock Coal 
{ 1943 45,615 15,688 142,140 
TOUGH Ol PORES csiiicccccccsccces 4 1942 35,143 11,690 167,336 
{ 1941 35,118 12,193 139,056 
Preceding week May 1............ 1943 29.8 34.2 
Per cent increase over............ 1942 15.1 
Per cent decrease under.......... 1942 29.9 28.7 2.2 
Per cent increase over............ 1941 
Per cent decrease under.......... 1941 
1943 891,797 258,133 3,144,426 
Cumulative 19 weeks to May 8 j 1942 720,205 224,726 3,017,676 
| 1941 616,009 210,320 2,395,257 
Per cent increase over............ 1942 23.8 14.9 4.2 
Per cent decrease under.......... 1942 
Per cent increase over............ 1941 44.8 22.7 31.3 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
13,523 44,818 66,976 98,125 389,666 816,551 
14,289 50,618 86,800 98,430 374,980 839,286 
12,855 40,567 78,400 162,887 356,073 837,149 

3.9 

5.4 11.5 22.8 3 2.1 

5.2 10.5 9.4 ; 

14.6 39.8 2.5 

281,343 753,339 404,995 1,772,675 6,894,794 14,401,002 
267,859 874,271 593,787 2,628,213 6,878,658 —15,205,3% | 

240,817 739,117 541,340 2,937,918 6,131,285 —13,812,06 
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ails. We might suffer military reverses, and still win this war. 


But 
¢ can’t avoid defeat should our railroads fail. 


Explaining what the general public could do to help the 
yansportation situation, he said: 


The shippers and receivers can help by getting the most out of 
yailable railroad equipment and making each car do all the work of 
ghich it is capable. The traveling public—and that includes all of 
y—can help by staying home. Then there will be enough transpor- 
ation for those who have to travel—and you may be one of them. 
With passenger traffic mounting steadily, one thing is certain: If 
pficial interference is to be avoided—and we do want to avoid it—the 
sublic must apply voluntary self-denial in the matter of travel. That 
is asking little when so many American citizens are sacrificing life 
itself. 


The tremendous overseas movement had increased the 
volume of traffic flowing through our ports to the point where 
it not only exceeded the peak period of the first World War, 
but it had also reached an all-time high, Warren C. Kendall, 
chairman of the car service division of the Association of 
American Railroads, reported. 

‘In April, 1943,” said he, “the railroads delivered more 
than 105,000 cars of export and coastal freight to the ports, or 
more than 3,500 a day—the heaviest on record.” 

Mr. Kendall also stated that in the first year after we 
entered this war, the railroads handled more than three and 
a half times as much army freight as they hauled in the peak 
12 months of the last war. Today, he disclosed, they were mov- 
ing in and out of army and navy establishments something like 
10,000 cars of supplies a day, and they were delivering another 
4000 cars each day to the many widely scattered military con- 
struction projects. 

Declaring that the job the railroads were doing in bring- 
ing more than 40 million gallons of oil a day to the east had 
prevented a “calamity,” Mr. Kendall said that approximately 
72,000 tank cars and about 1,500 locomotives were now con- 
stantly engaged in this service. 

Besides the use of so much equipment, Mr. Kendall con- 
tinued, the job was being done by routing the oil trains so the 
heavy load was divided among numerous railroad lines to avoid 
= in one place while leaving other lines relatively 
unused. 
| “Perhaps most important of all,” he concluded, “it is being 
done by the closest sort of cooperation between and among the 
railroads, between the railroad industry and the petroleum in- 
dustry, between the railroad companies and the companies 
which own tank cars, and between all of them and the gov- 
emment agencies concerned.” 





GRAIN CAR SUPPLY 


_ In anticipation of heavy demands for suitable cars to 
nandle the crop movement this summer and fall, the car 
ervice division of the Association of American Railroads has 
anounced steps to build up the supply of available grain cars 
on the western railroads, says the association. 

_ In order to do this, railroads in the east and south have 
ven ordered to expedite the return to their home roads of all 
0x cars suitable for grain loading owned by western railroads 
tut now on other lines. This will be accomplished, so far as 
possible, by using these cars for the movement of freight con- 
signed to points along their home lines. Where a load is not 
available, the cars are to be returned empty. At the same time, 
box cars owned by eastern railroads but now on western lines 
are to be used for freight shipments to the east so far as pos- 
om in order to retain western owned box cars on their own 
ines, 

In view of the fact that the movement of the winter wheat 

, ‘op will begin early in June in the southwestern states, especial 
attention is being given to the prompt return of box cars to 
tailroads in that section of the country. 

“It is conservatively estimated,’ Warren C. Kendall, chair- 
man of the car service division, said in a letter addressed to all 
‘ailroads, “that western roads will require the return of at 
fast 20,000 box cars on or before July 1, to handle this season’s 
ain crop and also the continued heavy movement of govern- 
nent grains during the remainder of the present crop year. 

“A considerable number of western box cars must be sent 
ome empty at once in order to comply with this order and 
preference to these ownerships in such empty movements will 
be helpful.” 

__ While the winter wheat crop was expected to be about 
|Wenty per cent less than last year Mr. Kendall said, there had 
;*en a substantial increase in grain storage space at terminal 
markets which “will result in a heavy volume of grain from 


3 amity Stations immediately following the start of the new 


eat.” 
“Therefore, it is expected,” he added, “the western grain 
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loading roads this year will be called on to supply a much 
larger number of box cars to handle the crop than last year 
when storage facilities were largely occupied with old wheat.” 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 53,687 
freight cars for the week ended May 8, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 20,348; auto box, 2,066; 


Tt 1,271; gondola, 5,686; hopper, 9,196; and miscellaneous, 
15,120. 


TRUCK SPEED LIMIT 


Pending conclusions reached from the tire-wear tests now 
being conducted by the O. D. T., motor carriers making emer- 
gency deliveries for the army, navy, U. S. Maritime Commis- 
sion and War Shipping Administration may continue to operate 
trucks in excess of thirty-five miles an hour, provided they dis- 
play V Emergency Pennants and carry Certificates of Exemp- 
tion, says the O. D. T., adding: 


The exemption became effective under issuance of O. D. T. order 
23-2 A on March 1 and was approved by Rubber Director William M. 
Jeffers for a sixty-day trial period. Tests to determine tire wear on 
over-the-road trucks under various speed limits were started April 28 
and will be concluded about July 1. Meanwhile, the 35-mile speed 
limit will remain in effect for all motor vehicles, except those engaged 
in expediting emergency shipments and conforming to regulations 
while making such deliveries. 


Truck War Planning Committee 


The war planning committee set up by the American Truck- 
ing Associations, Inc., a fortnight ago to study economic condi- 
tions in the highway carrier industry and make recommenda- 
tions (see Traffic World, May 1, p. 1042), will hold a meeting 
in Cincinnati May 19, on the eve of the spring sessions of the 
A. T. A.’s business development and safety sections, which will 
take place in that city the following three days. Chester G. 
Moore, managing director, Central Motor Freight Association, 
Chicago, chairman of the committee, said it was probable Di- 
rector Eastman of the O. D. T. would attend. 

The committee has prepared a tentative report which will 
be considered at the meeting and, as approved, will be sub- 
mitted to the O. D. T. The report discusses shortages of new 
highway equipment and repair parts and asks for appropriate 
governmental action to allocate materials for parts and for the 
manufacture of new trucks to replace those taken by the mili- 
tary services from the “truck pool’ remaining when manufac- 
ture was suspended. It complains of the practice of many local 
draft boards in inducting truck drivers into the service despite 
the fact that the Director of Selective Service has declared 
theirs to be an essential occupation. It also asks for suspension 
of Commission regulations setting 21 years as the minimum 
age for truck drivers. It complains of the burden of expense 
placed on truck operators, at a time when many operations are 
in financial difficulties, by the mass of clerical work required 
to keep the records and make the reports demanded by various 
governmental agencies. 


ALLEGHENY TRAFFIC CONFERENCE 


The Allegheny Region Traffic and Transportation Confer- 
ence, an organization “formed for the purpose of gathering 
and clearing information and cooperating with government 
agencies in securing the maximum utilization of freight and 
passenger service and equipment in advancing the war effort,” 
will hold a meeting at the Pittsburgh Chamber of Commerce 
May 18 to consider merging with the Pittsburgh advisory com- 
mittee of the Office of Defense Transportation. 

Other things to be discussed at the meeting include inter- 
change of Meadville, Pa., motor freight at Pittsburgh with 
forwarders; motor embargoes against small shipments, and 
cross-hauling and back-hauling of freight. Charles Donley, 
industrial traffic manager, is chairman of the conference. 


GASOLINE RATIONING 


Victory for the United Nations in the north African cam- 
paign would not result in any relaxation of gasoline rationing 
in the east coast area, said Petroleum Administrator Ickes in 
his press conference May 13, answering a reporter’s question. 
He added that, despite the establishment of a new record by 
the railroads in the week ended May 8 in the transportation of 
an average of 965,000 barrels of oil daily by tank car to the 
east coast states comprising district No. 1, he saw no prospect 
for availability of gasoline for pleasure driving. 

Asked for comment on reports from various sources in the 
southeastern states to the effect that gasoline was so plentiful 
at some points that storage facilities were inadequate, Mr. Ickes 
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asserted that such reports were “totally erroneous” and that 
nowhere was there so much gasoline that it could not be 
stored. The Petroleum Administration for War was in constant 
touch with the situation in the southeastern states, he said. 

In the course of a discussion of reports of shortages of 
gasoline for farmers in certain east coast areas, Mr. Ickes called 
on Deputy Petroleum Administrator Davies for comment, and 
the later said that ‘nobody, including the issuing agency, knows 
how many gasoline coupons are out.’”’ Such coupons are issued 
by the Office of Price Administration. Mr. Ickes said he had 
objected to “the present system” and explained that the 
P. A. W. advised the O. P. A. how much gasoline was available 
and played no further role in the gasoline rationing program. 


POSTWAR HIGHWAY PROGRAM 


At its closing business session at Chicago, the evening of 
May 7, the American Road Builders Association took no formal 
action to ratify recommendations, made by its research branch, 
that approximately $3,000,000,000 be spent annually, for five 
years after the war ends, on highway improvement, and that 
the members begin at once to form detailed plans for highway 
projects. Association officers took the position that the recom- 
mendations had been adopted by the members at various ses- 
sion meetings in its annual convention at Chicago, May 4 to 7, 
and that formal ratification was not required (see Traffic 
World, May 8, p. 1109). 


TRUCK TIRE RATIONING 


An eligible truck operator who is unable to get rationing 
certificates for new tires because his war price and rationing 
board has exhausted its quota can obtain certificates for used 
tires instead, according to announcement by the Office of Price 
Administration. The O. P. A. said it had authorized local 
boards to issue used truck tire certificates without regard to 
quota restrictions. Previously, all certificates for truck tires 
were charged against quota, it observed. 

In making the announcement, the O. P. A. emphasized 
that replacements, whether new or used, still could go only to 
vehicles included in “list A” in the tire rationing regulations, 
comprising trucks and other commercial vehicles doing work 
essential to the war effort or public welfare. Continuing, the 
O. P. A. said: 


Certificates for used truck tires will be issued only when the local 
board is assured by the applicant that the needed tires are available. 
Since stocks of used truck tires in trade channels are relatively small 
and spotty, it was explained, there is no point in issuing a certificate 
unless it can be used to buy a tire. 

Procedure for getting a used tire is the same as for new tires. 
First an O. P. A. inspector must recommend a replacement, which he 
will not do if the tire on the wheel can be made serviceable by re- 
capping. But if a replacement is recommended, the applicant then 
goes to his local board, which, if it determines he is eligible, issues 
the necessary rationing certificate, 


LEASED CAR STATISTICS 


The Commission, by its Bureau of Transport Economics 
and Statistics, has issued its summary of quarterly reports of 
persons furnishing cars to or on behalf of carriers by railroad 
or express companies, covering the fourth quarter of 1942. 

The statement was designated as Q-900 and was complied 
from 423 reports of car companies. It showed a total of 262,- 
092 cars owned at the close of the period, consisting of the 
following: Refrigerator, 113,550; petroleum tank cars, 123,324; 
other tank cars, 10,762; stock cars, 5,225; gondola and hopper 
cars, 6,635; and other cars, 2,596. The total cars leased was 
40,483, of which 18,380 were refrigerator cars, 13,116 petroleum 
tank cars, 7,474 other tank cars, 1,212 stock cars, 145 gondola 
and hopper cars, and 156 other cars. 

The investment in cars owned (book cost) was as follows: 
Refrigerator cars, $325,580,281; petroleum tank cars, $233,- 
623,557; other tank cars, $31,281,011, stock cars, $7,391,466; 
gondola and hopper cars, $12,583,814; and other cars, $4,349,- 
843. Total investment was $614,809,972. 

Revenue received from hire of cars, based on mileage, per 
diem basis, or unusual bases, was as follows: Refrigerator, 
$18,289,719; petroleum tank cars, $21,791,996; other tank cars, 
$759,942; stock cars, $445,082; gondola and hopper cars, $415,- 
758; and other cars, $166,100. Total revenue was $41,868,597. 


ARMY TRANSPORT DECENTRALIZATION 


Under a decentralization policy to increase efficiency in the 
field, the War Department has announced transfer from Wash- 
ington, D. C., to New York, N. Y., of two divisions of the trans- 
portation corps, Army Service Forces. 

The transit storage division, made up of the equipment, 
maintenance and utilities, accountability, reports and statistics, 
and operations and inspection branches, was scheduled to be- 
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gin operating from its new office, at 25 Broad Street, May 43 
Five branches of the highway division, namely, traffic engineer. 
ing, field operations, transportation of material, transportation 
of persons, research and statistics, and administration, were to 
occupy the same offices and begin operations May 14. 

The department said the new offices would be under the 
deputy chief of the respective divisions, the chief remaining jn 
Washington. It added that the move was purely geographica] 
as the branches would continue their present functions ag part 
of the headquarters of the chief of transportation. 


W. P. B. ON HAND TRUCK MATERIALS 

By amendment of its general limitation order L-111, the 
War Production Board has modified its provisions regulating 
the use of iron, steel and other critical materials in the many. 
facture of hand trucks and related material-handling equip- 
ment, so as to permit, among other things, the use of ball 
bearings of other than alloy steel in swivel bearings or casters 
used in such equipment. The amended order also permits the 
use of rerolled rail steel as well as Bessemer grades heretofore 
authorized for manufacture of such equipment, and restricts 
the use of iron and steel in barrel trucks so that these trucks 
may not be produced entirely of steel. 


W. P. B. TRUCK TRAILER ORDER 


By amendment of its limitation order L-1-g, by which 
production of automotive truck trailers was stopped as of 
June 30, 1942, the War Production Board has excepted “re. 
assembled trailers’ from the prohibition. In its announcement 
of the amendment, the W. P. B. said the amended order defined 
re-assembled trailers as those built from miscellaneous, used 
and repair parts. However, it said, the amended order pro- 
hibited the use of more than 30 per cent of new iron and stee! 
in the production of such re-assembled trailers. It said its action 
was designed to encourage the re-assembling and re-building 
of “much needed truck trailers.” 


ARMY CAMPS, BEER, AND TRANSPORT 


Senator Murray, of Montana, as chairman of the Senate's 
special committee on small business, has announced that as a 
result of representations made by him to Secretary Stimson, 
of the War Department, that department has instructed army 
post exchanges and commissaries to buy their stocks of beer 
henceforth from breweries in close proximity to the ordering 
agencies. Senator Murray said local breweries had complained 
to his committee that they were being discriminated against in 
the ordering of beer for army camps, and added that he had 
supplemented the presentation of these complaints to Secretary 
Stimson with the thought that “a change to the smaller brew- 
eries would tend to alleviate the transportation problem.” 


GENERAL BOX FIRE-FIGHTING CHEMICAL CRATE 


General Box Company, Chicago, has designed a special 
box to meet federal specifications for the safe shipment of 
essential fire-fighting chemicals to overseas destinations. The 
box, wire bound, is shipped “knocked down” for saving in ship- 
ping space and speed and ease in assembly and packing. Spe- 
cial ease and speed in unpacking is also claimed for the box. 


GOODRICH TIRE SERVICE FOR LOCAL TRUCKS 


The B. F. Goodrich Company has established a coopera- 
tive tire conservation plan for local haulers to supplement its 
supervised tire consultant service, established some time ago 
for road-haul truckers. The new service provides for versonal- 
ized inspections of each unit in the local fleet, the analysing 
of information so developed and the use of it in establishing 
controls for efficient truck operation. It is claimed that the 
new service will reduce tire and maintenance costs and set up 
standards for constant guidance in operations. 


ACME PLANT GETS SAFETY AWARD 

The Riverdale plant of the Acme Steel Company received 
first place award in the steel rolling and fabricating division 
in a safety contest sponsored by the Greater Chicago Safety 
Council. C. E. Waddell, safety director of the company, ac 
cepted the plaque denoting the award, at a recent meeting 0 
the council, on behalf of the 2350 rolling mill, machine shop 
fabricating and steel strapping workers at the plant. 


FRUEHAUF TRAILER POSTER 


The subject of a new poster, the twentieth in a series 
issued by the Fruehauf Trailer Company, Detroit, Mich., 1s the 


relationship of highway transportation to the nation’s foo 


supply. The poster is printed on green paper and bears the | 
heading “When Do We Eat?” It is an enlargement of an 
advertisement which appeared in a number of publications, 


among them in the Traffic World of March 20. 
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Questions and Answers 


In this column will be answered questions of both legal and 
a practical nature that confront persons dealing with traffic. A 
wpecialist on interstate commerce law, who is a member of our spe- 
jal service department, will give his opinion in answer to any sim- 
le question relating to the law of interstate transportation of 
eight. The same man, with long experience and wide knowledge, 
yill answer questions relating to practical traffic problems. We do 
yot desire to take the place of the traffic man but to help him in 
hig work. 
™ The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


EL a TE 
Overcharges—Duty of Carrier to Refund Promptly 


Missouri.—Question: On what authority, if any, can a 
motor carrier adopt a policy of holding up payment of claims 
until their connection’s remit for their portion of the claim. 
It would appear that settlement should be made promptly after 
the liability has been established and not deferred until con- 
necting line settlements have been made. 


Your comments on this question will be appreciated. 


Answer: In its decision in Tyson & Jones Buggy Co. vs. 
Aberdeen & A. Ry. Co., 17 I. C. C. 330, the Commission said: 


Without wishing to be understood as expressing the view that this 
loose practice with respect to overcharge claims is characteristic of 
all interstate carriers, it is nevertheless so common as to justify some 
attention by the Commission. Apparently it is not understood as 
fully as it should be, by railroad officials charged with the adjustment 
of such matters, that the retention by a carrier of an overcharge not 
only has all the effects of an unjust discrimination against the shipper 
from whom the excess has been demanded, but leaves the transportation 
transaction in an unlawful condition, both under the act to regulate 
/cmmerce and under the Elkins Act, until the overcharge has been 
adjusted. * * * When the overcharge has been discovered it should 
immediately be repaid by the carrier that collected the charges, and 
this should be done whether a demand has been presented by the 
shipper or not. 


This statement of the Commission is equally applicable 
omotor carriers. 


Pick-Up and Delivery 


Pennsylvania.—Question: We would appreciate your opin- 
on regarding the following case with reference to collection 
ad delivery service. 


_ We operate a warehouse which is located on the boundary 
ine of two counties of which the receiving department is in 
2county where store door delivery is maintained by the vari- 
us railroads. However, to reach this platform trucks must 
toss the county line into a county in which free delivery is 
not available. 


Our question is, “are we entitled to a free pick-up and 
‘ore delivery at this warehouse?” 

Answer: We find nothing in the pick-up and delivery 
lariff which would negative the application of the provisions 
thereof because of the condition you describe. 


Tariff Interpretation—Jurisdiction of Interstate 
Commission Over Intrastate Traffic Limited to 
Covered by Section 3 of Act 


Commerce 
Instances 


Illinois.—Question: We will appreciate your answer to the 
‘llowing question: 

Recently the Interstate Commerce Commission decided on 
omplaint brought before it that the shipper had not properly 
“ge shipments and on that account certain undercharges 
xisted. 

_ Based on that decision the railroads are presenting all 
shippers of the same commodity with balance due bills and 
Many of these balance due bills run against intrastate ship- 
ments. One suit has been filed against us by a railroad com- 
bany which relates to an intrastate shipment. 

We had not thought that a decision of the Interstate Com- 
merce Commission could be held binding on an intrastate ship- 
ment. The railroad company, however, asserts that the deci- 


sion is binding on the carriers both as to interstate and intra- 
Slate traffic. 
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The information we want, therefore, is, under what com- 
pulsion are the railroads to observe as to intrastate shipments 
an order of the Interstate Commerce Commission which can 
run only against interstate shipments. 

Answer: The jurisdiction of the Interstate Commerce 
Commission over intrastate traffic is limited to instances cov- 
ered by Section 13 of the Interstate Commerce Act, which 
relates to the removal of prejudice to interstate commerce. 

Unless the present instance is of this nature, wh‘ch is 
hardly probable, a finding of the Interstate Comme”.e Com- 
mission is not applicable to intrastate shipments. 

Whether or not the court in which the suit has been filed 
against you covering an intrastate shipment, has jurisdic- 
tion to determine the applicable rate, independent of the 
finding of the Interstate Commerce Commission, is to be de- 
termined by reference to the statutory provisions of the state 
in which the suit is brought or decisions of the highest court of 
that state, if the court in which suit has been brought is a 
state court. A federal court would have no jurisdiction, unless 
the transportation is subject to the Interstate Commerce Act. 


Tariff Interpretation—Minimum Weight Where Large Car 
Required but Small Car Furnished 


Utah.— Question: Enclosed you will find a copy of the car 
order, bill of lading and freight bill covering UP 62709, Coke, 
from Ironton, Utah, billed at Provo, Utah w/b 1108 of June 22, 
1942, to Burley, Idaho, freight bill 1274 of June 24, 1942. 

Would appreciate your department giving consideration 
to the proper minimum weight to apply in this instance. 

As you will see, the car was loaded with 55,400 pounds of 
coke, U. P. Tariff 7191-C, I. C. C. 4518, Sup. 6, publishes on 
page 3, index 270, a rate of $3.35 per ton of 2000 pounds plus 
a five cent increase under Ex Parte X-148, L. E. Kipp’s I. C. C. 
A-3386, making a total of $3.40 per ton, minimum weight 70,- 
000 lbs. Under the Circle 70 explanation at the bottom of 
page 3 of this supplement it provides a minimum weight of 
70,000 pounds, except when car is loaded to visible capacity 
actual weight, but not less than 60,000 pounds, will apply. 
Item 40, paragraph (b) of this tariff provides a rule for mini- 
mum weight where space loading capacity has been fully uti- 
lized. The bill of lading used on this car shows the notation 
that it is in compliance with this rule in that the load has 
been carefully stowed to full visible space carrying capacity, 
utilizing the space so far as the character of the shipment 
will permit. According to this rule, where it has been com- 
plied with, actual weight will apply, minimum of 30,000 pounds. 

We have contended that there exists a conflict between 
the provisions of Item 40 and the provisions of Circle 70 ex- 
planation on page 3 of Supp. 6. The Union Pacific Railroad 
have contended that there is no conflict and that the provisions 
under Circle 70 explanation are specific and take precedence 
over Item 40. We desire to call to your attention that since 
this controversy began, Circle 70 explanation has been amended 
in Supp. 10 to this tariff, effective Jan. 8, 1943, and the nota- 
tion has been added that the rates shown in Circle 70 are not 
subject to Item 40. 


Answer: We understand the facts in your inquiry to be 
as follows: 


A car with a capacity of 70,000 pounds was ordered. 

The car furnished was loaded to full visible space carry- 
ing capacity which was only 55,400 pounds. 

Rate subject to reference mark which provided that when 
a car was loaded to full visible capacity, actual weight, but 
not less than 60,000 pound minimum would apply. 

Item 40 of tariff rule governing—Equalizing Equipment; 
Large Cars Required—Small Cars Furnished—Solely at Car- 
rier’s Convenience; paragraph (b) Space Loading Capacity 
Fully Utilized—provides actual weight, but in no case less 
than a 30,000 pound minimum will be protected when a small 
car in which it is impossible owing to the character of the 
freight for shipper to load the tariff minimum, providing car 
is loaded to its full visible space carrying capacity. 

Rule 40, over which the controversy arises, in our opinion, 
applies in the present instance. Regardless of the specific min- 
imum weight provided by reference mark in connection with 
this rate, neither the rate in question nor any other rate pub- 
lished in the tariff, that we can see, has any specific reference 
as applying in connection with Item 40, nor do we find any 
rate that is not subject to its application prior to the amend- 
ment of reference Circle 70, effective January 8, 1943. 

It is our belief that, prior to the date mentioned above, 
the provisions of Item 40 applied to all rates regardless of the 
minimums which would be considered as applying under the 
“(except as noted),” or otherwise, in the event a shipment 
moved under the circumstances covered by the terms of 
Item 40. 

Therefore, it is our interpretation that the rate published 
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should apply to the actual weight of 55,400 pounds, under 
authority of Rule 40. 


Tariff Interpretation 


New York.—-Question: We would appreciate your opinion, 
and any Commission or court decision on the following: 

Middle Atlantic States Motor Carrier Conference Tariff 
7A, “4F I. C. C. AT71, publishes a rate from Baltimore to New 
York c> domestic freight of 61c, 3rd class, L. T. L., and on 
export freight of 71lc, based on the application of Zones 1 and 
2, on page 19 of the tariff. 

The tariff states, that Zone 2 applies “on shipments of 
export, intercoastal, or coastwise traffic moving to steamship 
piers located in areas described above under Zone 1, and here- 
under.” As you no doubt know, there are several railroad ter- 
minal piers at New York, which are not used for steamer 
purposes, but simply as railroad terminal piers, in order to 
provide facilities for tying up car floats and unloading L. C. L. 
freight. On one of these piers, a carloading company has its 
station, and they specialize in export freight to—for example 
Los Angeles—New Orleans and Tampa, and for the purpose of 
consolidating through cars for a specific steamer, L. C. L. 
freight is trucked from Baltimore to this carloading company’s 
terminal. 

Inasmuch as the material is definitely ear-marked “for 
export” it is necessary to file the Treasury Department Trans- 
portation Tax Exemption Form No. 798 to avoid paying the 
3% tax. This leads the carriers to believe, that the lot in 
question is an export shipment, and when delivered to a pier, 
they insist on assessing the export rate of 7l1c. 

However, it is our contention that as far as the Baltimore 
to New York truckman is concerned, it is a domestic shipment, 
as it is not delivered to a steamship pier, but to a railroad 
terminal pier. We insist further, that it does not become an 
export shipment until it is forwarded from the carloading 
company terminal at New York, on a new bill of lading to the 
port of export. This we believe, removes the shipment from 
the application of the Zone 2 rate, and would place it under 
the Zone 1 rate of 61c per hundred pounds. 

Answer: The application of the Zone 2 rate provided in 
the tariff named above, to a shipment from Baltimore to New 
York is conditioned upon the delivery of the shipment at a 
steamship pier. The rate of 7lc which is provided under Zone 
2 applies on shipments of export, intercoastal or coastwise 
traffic moving to steamship piers. If a shipment is delivered 
to a railroad terminal pier and not to a steamship pier, we 
would say that the Zone 2 rate should not be charged. Zone 1 
rates are restricted so as not to apply on shipments of export, 
intercoastal or coastwise traffic moving to steamship piers. 

The carloading company to which you refer as specializing 
in exporting freight from New York to Los Angeles, New 
Orleans and Tampa is not as stated, transporting export 
freight. Freight handled by this company from New York to 
Los Angeles would be in intercoastal service, whereas goods 
shipped to New Orleans and Tampa would be in coastwise 
service. However, later you state that the material is ear- 
marked “for export.” If the shipment is destined to some for- 
eign port the term export is correct and such a shipment is 
exempt from the 3% Federal Transportation tax. On the 
other hand, if the term “ear-marked” for export is used to 
cover a shipment originating at Baltimore, Md., destined to 
New Orleans, Los Angeles or Tampa, the shipment would be 
subject to the 3% Transportation Tax. 


Damages—Injury to Machinery 


South Dakota.—Question: Your answer with citations as 
to the measure of damages for which the rail carrier is liable 
in the following is desired: Two carloads of contractors’ ma- 
chinery consisting of tractors and excavating machinery were 
shipped from station A via X Railroad to station B to complete 
a project under contract. This equipment, when new, cost 
about $35,000. While in transit the two cars were in a wreck 
and the machinery was badly damaged almost to the point of 
scrap. The railroad loaded the pieces and, by agreement, 
moved the machinery to point C for repair. The cost of this 
repair is about $6,000 and it will require about 4 months time 
to get the new and repaired parts assembled. During the time 
of this repair this machinery and this contractor is out of 
business because he has nothing to work with. This loss of 
time is quite substantial. 

Now my question is whether this railroad is or is not 
liable for some reasonable special damages. I understand fully 
that the carrier is not liable for delay unless made a part of 
the contract. There must, however, be certain reasonable 
limits to this exemption. 

Incidentally, when the wreck was inspected it appeared 
that the salvage had only a scrap value. Owing, however, to 
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the shortage of new machinery the contractor made an agree. 
ment with the carrier to try and have it repaired. The resy}; 
was better than expected and the cost of repair was far less 
than any replacement. To deny further compensation ahoye 
the cost of repair will not reimburse the contractor for his oy 
of pocket loss. Can you refer me to decisions dealing with 
special damages under the conditions? 

Answer: Under the decisions in West Construction (Co 
vs. Seaboard Air Line, 210 S. W. 633; Chicago, I. & P, Ry 
Co. vs. Reid, 132 Pac. 812; Priestly vs. Northern Indiana ¢ 
Chicago R. Co., 79 Am. Dec. 369; Allen vs. Southern Pac, Ry. 
Co. 126 S. E. 722, and Western Machinery Exchange vs. North. 
ern Pac. Ry. Co., 254 Pac. 248, the reasonable rental value oj 
the machinery is recoverable where the machinery was dam. 
aged by the carrier while in the course of transportation, 

In the latter case the court said: 


Some contention is made in behalf of the railroad company tha 
there should not have been any award of damages On account of the 
loss of the use of the crane by the machinery exchange during the 
time necessarily consumed in the repairing of it. We have recognize; 
loss of use as an element of damage in such cases in the following of 
our decisions: Anderson vs. McLaren, 194 Pac. 828; Madden vs. Nippon 
Auto Co., 206 Pac. 569; Norris vs. Hadfield, 213 Pac. 934; 206 Pac. g4 
Kirby vs. American Ry. Express Co., 242 Pac. 24. 

We think such allowance is proper in this case, although case; 
might arise wherein such allowance would not be proper. 


In an action for loss of, or injury to goods shipped, only 
such damages are recoverable as were contemplated, or might 
reasonably have been contemplated, by the parties. 

To authorize a recovery of such damages as will not ordi- 
narily flow from a loss or injury of goods shipped, it is essen. 
tial that at the time of shipment the peculiar circumstance 
from which special damages would arise because of loss or 
injury should be made known to the carrier. Simons-Mayrani 
Co. vs. Atlantic Coast Line R. Co., 207 Fed. 387; Southern R 
Co. vs. Langley, 184 Ala. 524, 63 Sou. 545; Wolfe vs. Weir 
112 N. Y. S. 1078; Missouri, etc. R. Co. vs. McLean (Texas), 
118 S. W. 161. 

In the case first cited it was held that where, in an action 
against a carrier for injury to a steam shovel during trans. 
portation to the place where plaintiff intended to use the shovel, 
in certain contract work, the only notice given to the carrie 
of special damages which would result from injury to the 
shovel beyond necessary repairs was from the delay which, the 
carrier was notified would cause a loss of contract penalty of 
fifty dollars a day, plaintiff not having suffered such penalty 
and the contract having been terminated for other reasons, 
and the injury to the shovel having been fully repaired, plain- 
tiff was entitled to recover only nominal damages. 


Routing and Misrouting—Duty of Motor Carrier to Follow 
Shippers Routing 


New York.—Question: We note with interest your reply 
to the question regarding diversion of motor carrier shipments 
under General Order O. D. T. No. 3 (Revised), published on 
page 766 of the Traffic World dated March 27, 1943. 

Disregarding provisions of the Office of Defense Trans- 
portation, we would like to know if the following is true: We 
have been informed that there is no provision in the Motor 
Carrier Act which grants a shipper the right to specify rout- 
ing when shipment is made by motor carriers. Further we were 
informed that motor carriers are required to protect only the 
actual rate via the actual route of movement even though 
they deviate from a specified routing over which a lower rate 
is applicable. We have in mind the following: Suppose we 
were to make a bid for an amount of goods, which bid in- 
cluded freight costs based on a certain rate via certain motor 
carriers, and the bid was accepted. We then made shipment 
via this route but the originating carrier, for reasons of its 
own, found it necessary to divert our shipment to a certain 
carrier which publishes a higher rate on our goods. According 
to our understanding of the information given to us we would 
have no recourse whatever regarding the overcharge brought 
about by the disregard of our routing instructions, except p0s- 
sibly in court of law, and would have to absorb this unexpected 
difference in freight costs. wi 

The above example is predicated on “normal” conditions |} 
as we are not concerned with temporary orders as indicated | 
in the first paragraph. & 

Will you please advise us whether or not it is correct that 
we have no legal right to route our freight via motor carriers: 
Must we always be in danger of overcharges if any motor 
carrier finds it inconvenient to follow the routing we specify 
even though the routing is correct in all details? a 

Answer: The Motor Carrier Act contains no provision 
which gives the shipper the right to route his shipment, and 
no provision which gives the Commission jurisdiction to award § 
damages for failure of a carrier to forward a shipment 10 
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cordance with the instructions of the shipper or to forward 
mn unrouted shipment via the cheapest available reasonable 
jute, as is the case with shipments rendered to rail carriers. 
therefore, the shipper’s remedy, if one exists, is an action 
it law. 








































The above statment is subject to the qualification that 


yased upon a statement of the Commission in its decision in 
qauseman Steel Co. vs. Seaboard Freight Lines, Inc., 32 
y. C. C. 31, it appears that so far as routes via which joint 
rates to which it is a party apply, it is the duty of a motor 
arrier to forward a shipment via the lowest rated route where 
there is a choice of routes. 


FOREIGN COMMERCE OUTLOOK 
In a statement directing attention to observance of For- 


eign Trade Week, May 16 to 22, Secretary of Commerce Jones 
gid the future possibilities of international commerce were 
joundless, but to take full advantage of them would require 
vision and flexibility. He said that with 18 months of opera- 
tion under war conditions behind them, foreign traders were 
in a far stronger position now than many had anticipated, 
since they had the experience to judge the immediate future 
with a fair degree of certainty and could plan for the peace on 
an intelligent basis. 


Maintenance of our foreign trade mechanism and tech- 


nique was of paramount importance, said he, because only 
with that structure intact could we be prepared and ready to 
handle the mighty flow of goods and materials that would be 
needed by war-weary and wanting nations after the victory. 
He pointed out that the record of the last 18 months proved 
that a large amount of shipping space had been taken up by 
gods moved through private channels. Cash exports handled 
by foreign traders last year amounted to $3,151,000,000 ac- 
cording to figures compiled by the Bureau of the Census. 


“As to the future,” says Mr. Jones, ‘“‘we know full well 


that shipping space will continue to be at a premium. We 
know that as our shipbuilding program expands so will our 
movement of men and material to our fighting fronts. There- 
fore, we can be sure that any methods leading to space con- 
grvation of private goods will not only aid the war effort, but 
will also help insure a continuance of private foreign trade. 


“Partial or complete assemblage in the foreign country 


would also strengthen the economic status and maintain the 
good will of foreign customers. It is a course of action that 
pints in the right direction for successful international com- 
merce,” 


WAR AND U. S. SHIP REQUIREMENTS 
Estimates that allied shipping facilities at the end of 1943 


wuld aggregate about 55,000,000 deadweight tons and that 
the ship tonnages required for supplying armed forces of the 
United Nations overseas and for transporting lend-lease ma- 
rial might reach a maximum of 88,500,000 deadweight tons 
were made by Representative Jenkins, of Ohio, in a statement 
inserted by him in the Congressional Record. 


Mr. Jenkins said that as a basis for calculations it was 


jrobably safe to assume that on original landing seven to 10 
tons of equipment were required for each member of an ex- 
weditionary force and that weight of supplies thereafter might 
vary from three to eight tons a month, depending on locale 
and conditions of combat. Assuming that the U. S. expedi- 
tionary forces were increased to 3,000,000 men, with equal 


livision of that number between the south Pacific and trans- 
Atlantic areas of war operations, the ship tonnages required by 


the United Nations, he said, would be as follows: 


Number of ships of 10,000 deadweight tons to supply U. S. expedi- 
onary forces aggregating 3,000,000, minimum of 2,500 ships and 
maximum of 6,500, or minimum aggregate tonnage of 25,000,000 and 
maximum of 65,000,000; number of such ships for lend-lease aid, 200 
‘0 380, or aggregate tonnages of 2,000,000 to 3,500,000; number of ships 
or Great Britain, 800 to 2,000, or aggregate tonnage of 8,000,000 to 
0,000,000; total number of ships required, 3,500 to 8,850, or aggregate 
‘nnage of 35,000,000 to 88,500,000. 


Mr. Jenkins said it was estimated that as of Dec. 31, 1942, 


the United Nations had available about 44,500,000 deadweight 
tons of shipping, that the U. S., England and Canada would 


complete new vessels in 1943 amounting to 19,000,000 dead- 
weight tons, and that allowance for probable future losses 
fom sinking or otherwise resulted in an estimated total of 
thipping facilities available at the end of 1943 for the United 
Nations of 55,000,000 deadweight tons. 


IDAHO TIME BILL 


The House committee on interstate and foreign commerce 
has favorably reported H. R. 1997, a bill to repeal section 3 of 
the standard time act of March 19, 1918, as amended, which 
Movides for placing a certain portion of the state of Idaho in 
he third time zone. 


Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRaFFIC WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THE TRAFFIC WorLD. 





The Traffic Club of Sioux City, Ia., at its annual meeting, 
May 5, elected the following officers and directors: President, 
M. B. Moore, general agent, Union Pacific; first vice-president, 
W. L. Lunquist, traffic manager, Hess Mallory Company; sec- 
ond vice-president, Lloyd Fehrman, manager, Wilson Forward- 
ing Company; secretary, Howard Youngdahl, manager, Union 
Transfer Company; members, board of directors, representing 
railroads, S. J. Anderson, general agent, Great Northern-Bur- 
lington Route; R. R. Hughes, district service agent, Illinois 
Central; C. A. Hagberg, traveling agent, Chicago and North 
Western; Clyde Zane, district freight and passenger agent, 
Milwaukee Road; representing industry, John Coates, traffic 
manager, American Popcorn Company; Otto Hintz, traffic man- 
ager, Michael Leonard Company; John Hardie, sales and traffic 
manager, Robb Ross Company; D. E. Tucker, traffic manager, 
Flanley Grain Company; representing motor carriers, Tom 
Easley, traffic manager, Holdcroft Transportation Company; 
Harvey Hanson, manager, Tri-State Transportation Company; 
Ray Reid, manager, Buckingham Transportation Company; 
Carl Propeck, owner, Propeck Transportation Company. H. A. 
Thompson, resident agent, Federal Bureau of Investigation, 
spoke on the wartime activities of the bureau. The annual 
club’s golf tournament will be held June 8. 





Robert S. Henry, assistant to the president, Association of 
American Railroads, discussed the interterritorial rate contro- 
versy in an address May 10 before the Jacksonville, Fla. Traf- 
fic Club, along the lines of his remarks before the Kiwanis 
eo Nashville, Tenn., April 23 (see Traffic World, May 1, 
p. : 





The women’s Traffic and Transportation Club of New 
Orleans will hold a get-together dinner party May 19. Members 
of the Traffic Club of New Orleans will be guests. 





The Traffic Club of Minneapolis held an aquatennial day 
luncheon meeting May 13. Officers of the Minneapolis Aqua- 
tennial Association spoke. There was a program of songs by 
the Northwestern National Life Insurance chorus, directed by 
Frances Jordan. C. L. Fuller was chairman for the day. 





The Women’s Traffic and Transportation Club of Balti- 
more held a mothers’ night dinner meeting May 12, the club’s 
tenth birthday. The annual meeting and election of officers 
will be held June 9. Candidates selected by the nominating 
committee, Edna Little, chairman, include: For president, Irma 
C. Bock; first vice-president, Ethel C. Minks; second vice-pres- 
ident, Mrs. Maria M. Ricks; recording secretary, Mollie G. 
Moore, corresponding secretary, Laura B. Bowen; treasurer, 
Leila W. Davison; members, board of governors, Mrs. Evelyn 
V. Acord and Josephine C. Warner. 





The Traffic Club of the Lehigh Valley will hold a dinner 
meeting at Allentown, Pa., May 17. There will be a program 
of music by the Yoder Marimba Trio. George A. Dietrich, 
president, Perkiomen Transfer, Allentown, has been elected 
chairman of the board of governors. J. J. Clouse, assistant 
traffic manager, Lehigh Portland Cement Company, Allentown, 
has been appointed chairman of the annual golf outing com- 
mittee. The outing will be held in June. 

The Transportation Club of Des Moines, Ia., will hold a May 
Day party at the Des Moines Golf and Country Club May 18. 
Golf will be played in the afternoon, and dinner and a program 
of entertainment will be held in the evening. H. A. Bockman 
is chairman of the committee on arrangements. The directors 
have elected C. W. Sheppard, chief clerk, Santa Fe System, 
secretary, to fill the unexpired term of Joe Mullen, who re- 
signed on being appointed chief clerk for the Minneapolis and 
St. Louis Railway at Chicago. 





Capt. Thomas J. Doran, New York Guard, spoke on the 
purposes of the New York state guard at a meeting of the 
Metropolitan Traffic Association of New York May 13. A quiz 
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contest between teams representing shipper and carrier mem- 
bers will be held May 27. Bill Allen is chairman of the enter- 
tainment committee in charge of entertainments. 





Francis B. Dunn, personnel director, Brown Shipbuilding 
Company, spoke on ‘Modern Trends in Shipbuilding” at a 
luncheon meeting of the Traffic Club of Houston May 11. 





Dr. L. H. Moore, professor of philosophy, Texas State 
College for Women, spoke on “Christianity in a World at War” 
at a ladies’ day luncheon meeting of the Transportation Club 
of Dallas, Tex., May 10. E. M. Dosser was chairman of the 
committee on arrangements. 





At a dinner meeting of the Junior Traffic Club of Kansas 
City, May 12, George W. West, acting regional director at 
Kansas City for the Office of Defense Transportation, spoke 
on O. D. T. objectives and the problems it faced in the region. 
The sound film “Target for Tonight” was shown by Sgt. N. J. 
Bush, U. S. Marines. 

The Traffic Club of Denver held a luncheon meeting May 
10. The color film ‘Shoshone Lines” was shown by arrange- 
ment with the Public Service Company of Colorado. Frank R. 
Jamison, director of advertising and publicity for the company, 
spoke on “Hold Up Your Feet.” 





The Richmond, Va., Traffic Club held a shad bake at. the 
Club Riviera May 14. The regular monthly dinner meeting 
will be held May 17. 





The Birmingham, Ala., Traffic and Transportation Club 
will hold its annual spring golf tournament and bridge party 
at the Roebuck Outing Club May 24. Luncheon will be served. 
C. E. Bradley heads the golf committee and R. M. Leeds the 
bridge committee. 





The Traffic Club of Memphis, Tenn., will hold a golf tour- 
nament at the Colonial Country Club May 17. Chasteen Harris 
is chairman of the athletic committee. The final dinner meet- 
ing of the season was held May 10. 

The Oakland, Calif., Traffic Club will hold its annual 
spring dinner dance at the Hotel Claremont, Berkeley, Cal., 
May 28. It will hold an “international night” meeting, May 18, 
in observance of National Foreign Trade Week. Professor 
Kaun, chairman, department of Slavonic languages, University 
of California, will speak on “Our Ally Russia.” Jacob Loma- 
kin, counsel general for the Soviet Union, will be guest of 
honor. The program has been arranged by the Oakland For- 
eign Trade and Harbor Club, whose members will be guests. 





The Bridgeport, Conn., Traffic Association will hold a 
steamship night meeting May 17. Parmlee S. Clapp, Jr., Isth- 
mian Steamship Lines, is chairman of the committee on ar- 
rangements. 





The transportation club of the Rochester, N. Y., Chamber 
of Commerce will hold a forum meeting May 19. The following 
will speak: F. X. Collins, assistant general supervisor of ship- 
ping, Eastman Kodak Company, “Packing and Marking of 
Government Shipments”; Albert J. Monro, district manager, 
O. D. T., “Truck Operations under O. D. T. Regulations”; John 
C. Freeman, district traffic manager, American Airlines, Inc., 
“Air Transportation in War Time.” Frank B. Dugan is chair- 
man of the program committee. 


The Traffic Club of Wichita, Kan., will have a luncheon 
meeting, May 20, at which Harry Hurt, assistant postmaster at 
Wichita, will speak on “The Problems of Handling War Time 
Mail.” H. J. Petersen, general agent, Toledo, Peoria and West- 
ern, will be chairman. The June meeting will be held at the 
Westlinks Golf Club June 10. Vic Frisch, manager, Ralston 
Purina Company, will have charge of arrangements. 


Dr. H. A. Bedient, professor of chemistry at Evansville 
College, will speak on ‘The Far East,” at a dinner meeting of 
the Evansville, Ind., Transportation Club May 19. There will 
be a program of entertainment by students from Bosse High 
School. Carl Church is chairman of the committee in charge. 





Arthur F. Corey, executive secretary, California Teachers’ 
Association, southern section, will speak on “A Pattern for 
American Leadership” at a luncheon meeting of the Los An- 
geles Transportation Club at the Biltmore Hotel May 17. Fred 
Z. Wakefield, traffic manager, Dicalite Company, is in charge 
of arrangements. Members of the club have been invited to 
attend a luncheon of the Foreign Trade Club at the Biltmore 
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Hotel May 19, at which Col. Abbott Boone, U.S. A., commande; 
of the Los Angeles port of embarkation, will speak on “Oy, 
Port and Its Relation to the War in the Pacific.” 






STEEL STRAPPING POSTER 


A group of producers of steel strapping have joined in pre. 
paring and distributing a poster for display on shipping room 
walls. It is large and highly colored and contains a series of 
short instructions on the proper application of steel strappin 
to packages that may be starting on “a long, rough journey” to 
one of the fighting fronts. Those who are participating in jt 
distribution are: 


Acme Steel Company, Chicago; Brainard Steel Company, Warren, 
O.; Gerrard Company, Chicago; Signode Steel Strapping Company, 
Chicago; Stanléy Works, New Britain, Conn.; C. Tennant Sons ang 
Company, New York. 


U. S.-PUERTO RICO SHIP OPERATIONS PROBE 


An investigation into the lawfulness of activities of Pan. 
American Steamship Co., Inc., and Transport Steamship Cor. 
poration, in connection with the transportation of freight be. 
tween ports in the United States and ports in Puerto Rico, has 
been instituted by the Maritime Commission, on its own motion, 
in No. 624, In Re Pan-American Steamship Co., Inc., and Trans. 
port Steamship Corporation. The commission, in its order insti- 
tuting the proceeding, said that from information before it the 
two ship lines, common carriers by water subject to the ship. 
ping act, 1916, as amended, had engaged in such transportation 
without schedules on file as required by section 2 of the inter. 
coastal shipping act, 1933, as amended; observed and enforced 
unjust and unreasonable rates, regulations and practices in vio- 
lation of section 18, and unduly prejudicial and preferential 
rates, regulations and practices in violation of section 16 of the 
shipping act, 1916, as amended; and carried out agreements be. 
tween them not filed with nor approved by the commission, in 
violation of section 15 of the act. The two ship lines have been 
made respondents to the proceeding, which is to be assigned 
for hearing at such times and places as the commission may 
hereafter direct. 


W. S. A. RATE ORDERS 


By its rate order No. 184, the War Shipping Administra- 
tion has prescribed a rate of $5.60 a long ton and a surcharge 
of 94 per cent as maxima in which it will concur with respect 
to transportation of phosphate rock in bulk between Curacao, 
Netherlands West Indies, and New Orleans, La., effective with 
loadings completed on and after May 1. 

Rates and surcharges authorized by the W. S. A. for trans- 
portation of petroleum and its products in bulk from Peru to 
the west coast of Colombia and the Panama Canal Zone, effec- 
tive on loadings completed on and after May 5, are set forth 
in W. S. A. rate advice No. 53. 

A rate of $18.15 a long ton and a surcharge of 126 per 
cent are authorized by the W. S. A. for transportation of 
nitrate of soda in bulk, effective on loadings completed on 
and after May 1, on shipments from Chilean ports to Suez, 
Egypt, under terms of W. S. A. rate advice No. 54. 


HARBOR PROTECTION 


Under provisions of H. R. .2663, introduced by Represen- 
tative Vincent, of Kentucky, persons convicted of willful viola- 
tion of regulations or orders promulgated by the Secretary of 
the Navy for the protection or security of vessels, harbors, 
ports or waterfront facilities would be subject to a fine of not 
more than $5,000 or imprisonment for not more than a year, 
or both. 





CHANGES IN DOCKET 
Hearing FF-62, May 10, Brooklyn, N. Y., postponed to date to be 
fixed. 
Hearing W-19, May 14, Washington, D. C., postponed to date to 
be fixed. 
Hearing W-14, May 14, Washington, D. C., canceled and reassigned 
May 26, Washington, D. C., Examiner Gray. 








Digest of New Complaints 





MC C-366, Sayers & Scoville Co., Cincinnati, O., vs. National Transit 
Corporation. 

Unreasonable rates and charges, automobile parts, shipped in 
1937, 1938 and 1940, Detroit, Mich., through Indiana and Ohio, to 
Cincinnati, O. Asks hearing at Cincinnati. (L. V. Brandt, 181 
Prairie Ave., Chicago, Tll., and Charles O. Swartz, 134 N. La Salle 
St., Chicago, Tl1.) 
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Personal Notes 


B. H. Taylor has been appointed traffic director for the 
Glass Container Association of America at New York. He was 
formerly director of transportation and storage, division of 
stockpiling and transportation, War Production Board. 

Dwight M. Swobe, president and traffic manager, McCloud 
River Railroad, San Francisco, died recently. He served with 
the company 38 years. P. N. Myers has been elected vice- 
president and general manager, and will continue to serve as 
treasurer. J. C. Orlowski has been elected secretary and assist- 
ant treasurer, and has been appointed traffic manager. Their 
offices are at McCloud, Calif. 

E. H. Dorenbusch has been appointed general traffic man- 
ager, American Rolling Mill Company, Middletown, O. F. E. 
Vigor has been elected vice-president in charge of manufactur- 
ing and mining operations. He was general traffic manager for 
a period prior to his appointment as general manager of the 
company’s Ashland division in 1929, and until recently served 
as assistant director of the steel division of the War Production 
Board. 

Gordon Ross has been appointed vice-president and man- 
ager for the Overland Terminal Warehouse Company, Los 
Angeles. 

Directors of the New York Shipbuilding Corporation, May 
7, elected J. F. Metten chief executive officer and chairman of 
the board of directors, succeeding Henry Lockhart, Jr., who 
died. 

Henry F. Markwalter, formerly vice-president, Atlantic, 
Gulf and West Indies Lines, and recently marine operations 
manager and adviser to the War Shipping Administration, has 
been appointed assistant general manager, Luckenbach Steam- 
ship Company, New York. He will assist James Sinclair, for- 
mer chairman of the Trans-Atlantic Associated Freight Confer- 
ence, recently appointed general manager. 

Edgar S. Gorrell, president, Air Transportation Association 
of America, will be guest speaker at the annual aviation night 
meeting of the Foreign Commerce Club of New York, at the 
Hotel Astor May 19. 

E. W. Olson has been appointed housing supervisor at Los 
Angeles for the Santa Fe coast lines. 

Carl L. Froelich has been appointed general agent for the 
Toledo, Peoria and Western at New York. 

The St. Louis-San Francisco Railway has announced the 
following appointments: P. W. Wilson, assistant general pas- 
senger agent, St. Louis; R. E. Maring, division passenger agent, 
Kansas City, Mo.; Delbert Fields, southeastern passenger 
agent, Birmingham, Ala.; J. A. Hyland, district passenger 
agent, Chicago; C. M. Jones, division passenger agent, Dallas, 
Tex.; J. V. Flaig, district passenger agent, Camp Maxey, Tex. 

The Traffic League of Cincinnati has elected the following 
officers: President, W. F. Dunaway, assistant traffic manager, 
Philip Carey Manufacturing Company; vice-president, Charles 
Kluiber, traffic representative, Southern Railway; treasurer, 
Harold Taylor, clerk, New York Central; secretary, Don Ross, 
traffic department, Newport Rolling Mill Company; members, 
board of governors, Gene Hoban, manager, Security Cartage 
Company; Ed Ojeman, traffic representative, Green Line Steam- 
ers; Bud Herzog, manager, Harris Forwarding Company. 

The Western Pacific, Sacramento Northern, and Tidewater 
Southern railway companies have announced the following ap- 
pointments: A. H. Lund, general agent, Seattle, Wash., suc- 
ceeding F. B. Stratton, who received leave of absence to serve 
in the U. S. Army as a commissoined officer; S. E. Dinkel, 
traveling freight and passenger agent, Stockton, Cal., and 
W. R. Jones, traveling freight and passenger agent, Modesto, 
Cal. 

William Coman has been appointed Chicago representative 
of air mail, express and freight for American Airlines, Inc. 

The Atlanta and St. Andrews Bay Railway Company and 
St. Andrews Bay Transportation Company have announced the 
following appointments: T. A. Shealy, purchasing agent, in 
addition to his duties as assistant general manager, Dothan, 
Ala.; T. L. Nichols, superintendent of motive power, Panama 
City, Fla.; K. Shealy, comptroller; J. F. Bliss, auditor; A. E. 
Mathis, superintendent of transportation; R. M. Adams, super- 
intendent; H. H. Simms, general traffic manager and chief 
traffic officer; W. B. Ellard, traffic manager, all at Dothan. 

The Pennsylvania Railroad has announced the following 
appointments: William J. Baar, special representative, freight 
department, Richmond, Ind.; James A. Flood, district freight 
agent, Richmond; William S. Wilson, district freight agent, 
St. Louis; George O. Hultgren, special representative, freight 
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department, South Bend, Ind.; Theodore W. Hoke, district 
freight agent, South Bend; Joseph A. Sladen, district freight 
agent, Cincinnati. 

The Baltimore and Ohio has announced the follow 
appointments: O. K. Sanders, division freight agent, Toledo, 9 
succeeding Arthur Maedel, who retired; H. J. Cartier, district 
freight representative, Detroit; A. A. Catlett, district froj 
agent, St. Louis; J. R. Dryer, division freight agent, Spring. 
field, Il. : 

The alumni association of the College of Advanced Tyag. 
fic, Chicago, will hold its annual smoker May 21, at the Sky. 
line Athletic Club. Joe Kemper, Frisco Lines, is chairman of 
the committee on arrangements. 

The Railway Express Agency has announced the followj 
appointments: L. P. Bergman, general manager, Omaha; B, |. 
Crawford, general manager, department of personnel and labor 
relations, San Francisco; John J. Dowling, general manager 
Pacific department, Los Angeles; W. W. Argabrite, superin. 
tendent of organization, San Francisco; R. R. Ripley, supe. 
intendent, Los Angeles; E. H. Goodrich, city superintendent, 
St. Louis; J. C. Legg, superintendent, Missouri division, g¢ 
Louis; A. G. Smith, supervisor, organization, central depart- 
ments, Chicago. 

W. H. Buchanan has been appointed traveling engineer at 
Sanderson, Tex., for the Southern Pacific Lines in Texas ang 
Louisiana. 

W. G. Vollmer, executive assistant, Missouri Pacific, sinee 
1933, was elected senior vice-president of that railroad at g 
meeting of its board of directors May 13. Other officers wer 
reelected. 


H. H. Wentzel has been appointed acting district freight 
agent for the Canadian Pacific, and the Minneapolis, St. Pay 
and Sault Ste. Marie, at Grand Rapids, Mich., in the absenee 
of F. E. Johnson who has accepted a commission in the U,§ 
Army air forces. 


M. C. and Ship Charter Rates 


First of 19 American shipping companies which engaged 
in Red Sea space charter operations in 1941 and 1942 to make 
voluntary refund of excess profits, the Weyerhaeuser Steamship 
Co., of Newark, N. J., has remitted $199,720.64 to the Maritime 
Commission, the commission has announced. Voyages were 
made for the British Ministry of War Transport, at whose re 
quest the commission undertook the chartering of the ships, 
and the payments were made out of lend-lease funds (see Traf- 
fic World, March 27, p. 750). Hearings on the Red Sea charter 
profits were recently held by a subcommittee of the House 
merchant marine committee. 


The Weyerhaeuser company, the commission said, already 
had made its income tax return for the two years obligating 
payment of $512,516.21 on excess income derived from the Red 
Sea operations. Thus, it added, the total adjustment obtained 
by the U. S. Government amounted to $712,263.85, approxi- 
mately 51 per cent of the total profit stated by the company to 
have been earned in five Red Sea charter voyages. It said it 
was stated that current average earnings by owners of vessels 
chartered to the government under prevailing schedules were 
less than one-third the 1941 Red Sea earnings which were the 
subject of the adjustment. : 

In a conference with some of the steamship owners in 
November, the commission said Admiral Land, War Shipping 
Administrator, asked them to agree voluntarily to an adjust- 
ment of the rate which had been charged the British Ministry 
of War Transport on the voyages to the Red Sea and the 
Persian Gulf. At that time he asked that the adjustment be 
based on the reduction authorized by the commission from 75 
cents and 60 cents “per bale cubic foot” of the entire under- 
deck cubic capacity of the vessels to 60 cents “per bale cubic 
foot” for 80 per cent of that capacity and with no payment for 
cargo carried on deck. It was substantially on that basis that 
Weyerhaeuser made its refund, said the commission, adding 
that one other company had already indicated its willingness 
to comply with the November adjustment. 

In transmitting payment to the commission the accompany- 
ing letter from Weyerhaeuser stated in part: 


While we believe no criticism could attach to the commission, to 
the lease-lend administration, or to the operators by the reason of the 
fixing of the charter rates applying to these voyages, the profit results, 
which could not reasonably have been anticipated, were such that we 
feel we cannot in good conscience refrain from responding to a SUB 
gestion made by you (Admiral Land) some time ago to a group of 
operators (not including ourselves, although the situation was applicable 
to our situation), that restitution be made upon space rates which 
your judgment would have resulted in adequate profits. 

We reached this conclusion despite the fact that the charters were 
not with or for the account of the United States but with the British 
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Ministry of War Transport; that all of the charters were entered into 
and largely performed prior to the involvment of the United States 
in the war; that there was no unfairness in the making of the 
charters or the fixing of the charter rates; and that, there being no 
legal means whatsoever whereby restitution might be enforced, any 
such adjustment would be wholly voluntary on our part. 

In your conference with the group of Red Sea operators, you sug- 
gested that voluntary restitution based on any one of three alternative 
methods of computing charter hire would be satisfactory. We have 
computed the amount of charter hire which would have been paid 
this company under the second of those alternatives, to wit: 60 cents 
per ton on 80 per cent of capacity. 


The commission said that since the hearings before the 
House subcommittee, the commission and the W. S. A. had 
continued negotiations with the various steamship operators in 
an effort to induce such voluntary action as had been taken by 
Weyerhaeuser. It was pointed out that these negotiations would 
be continued further. Continuing, the commission said: 


The Red Sea operations were the result of action by the commis- 
sion under directive from the President to assemble a pool of two 
million tons of merchant shipping for use in the national defense effort. 
This action was taken prior to Pearl Harbor. The commission was 
directed to make available to the British Ministry of War Transport 
enough tonnage to carry out an urgent task of military supply in North 
Africa. 

The high profits resulted because the actual experience with the 
Red Sea venture proved that the hazards of war were not so great as 
had been feared, that delays encountered were not extensive on the 
average, and that the operators obtained return cargoes with compara- 
tive ease and in substantial volume. The time element which loomed 
so large when the voyages were undertaken did not prove a material 
handicap in the majority of cases. As a result, the returns to most 
of the operators whose ships made the Red Sea voyages were out of 
line with what had been anticipated. 


SHIP TONNAGE “STANDARDIZATION” 


In his press conference May 11 President Roosevelt an- 
nounced that he had asked the Navy Department and the Mari- 
time Commission to reach an agreement on the use of simpli- 
fied terminology to designate ship tonnages. He noted that there 
had been controversies about ship tonnage constructed, tonnage 
under construction, and tonnage sunk, and added that there 
were five different kinds of ship tonnage. He said the simpli- 
fied terminology he had asked for would be designed to show 
the average capacity in tons of cargo carried. 


All Freight Rate Changes 


and 
All Classification Changes 


are promptly and accurately reported in 


THAFFIC BULLETIN 


You can be sure that not a single change in rates, 
classification, transit privileges, or regulations can 
be made without your knowing about it in advance 


if you are using the weekly TRAFFIC BULLETIN. 


Each week the BULLETIN lists every new tariff 
and supplement filed; it furnishes you with the 
Consolidated Classification docket, the dockets of 
the various territorial rate committees, and many 
of their hearing bulletins and disposition notices; 
it keeps you advised of short-notice changes, on 
both railroad and truck rates; on Fourth Section 
matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 


THE TRAFFIC SERVICE CORP. 


418 South Market Street 
CHICAGO 


TRAFFIC WORLD 


Docket of the Commission 


| 
NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of Tue TrarFic WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear, Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


May 17—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 88073 Sub. 2—Dade Brothers, Inc., Mineola, L. I., N. Y,. 


May 17—Madison, Wis.—Pub. Serv. Comm.—Examiner Peterson: 
1. & S. M-2200—Groceries and canned goods in Ill., Minn. and Wis. 
May 17—Chicago, II!.—Sherman Hotel—Examiner Higgins: 
MC F-2113—G. H. Mickow, purchase, Advance Transportation Co, of 
Illinois, Inc. 


MC F-2141—Clipper City Transit Co., purchase, Ziffrin Truck Lines, 
Inc. 


May 17—Pocatello, ida.—U. S. Court—Examiner Smith: 
MC F-1989—Peerless, Inc., control, Karst Freight Lines, Inc. 
May 1/—Washington, D. C.—Examiner Romero: 
Finance 14175—Application of C. & E. I. to acquire trackage rights 
over a line of C. T. H. & S. E., in Sullivan County, Ind. 


May 18—Brooklyn, N. Y.—St. George Hotel—Examiner Garofalo: 
MC 23303 Sub. 1—F. Pampinella, R. Pampinella and B. Caputo, Brook 
iyn, NN. Y. 
May 18—Buffalo, N. Y.—Hotel Buffalo—Examiners Koebel and Burslem 
Ex Parte 128—Investigation of South Buffalo Ry. 
May 18—Hagerstown, Md.—Fed. Bldg.—Jt. Bd. 74: 
MC 104242—John S. Teeter & Sons, Inc., Gettysburg, Pa., certificate 
May 18—Madison, Wis.—Pub. Serv. Comm.—Jt. Bd. 13: 
MC 102353—Quaker Stretcher Co., Kenosha, Wis. 


May 18—Paducah, Ky.—U. S. Ct.—Examiner Bradford: 
MC C-353—L. V. Brandt Corp. vs. Hayes Freight Lines, Inc. 
MC 104304—Twelfth Street Garage, Paducah, Ky., certificate. 


May 18—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 12273—Contract Carriers Sedan Travel Assn., San Francisco 
Calif., license. 


May 18—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 
MC 11548 Sub. 1 EX—Way’s Redwood Empire Freight Lines, Eureka, 
Calif., certificate of exemption. 


May 18—Washington, D. C.—Examiner Wilkins: 
1. & S. 5149—Exhibits for expositions and fairs in south. 
1. & S. 5174—Exhibits for fairs in official territory. 


May 18—Washington, D. C.—Examiners Coyle Aplin and Stillwell: 
1. & S. M-2222—Increased common carrier truck rates in east. 


May 19—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 17778 Sub. 11—B. & E. Transportation Co., Inc., Secaucus, N. J.. 
certificate to extend operations. 
MC 60852—Warco Service, Inc., North Plainfield, N. J., certificate or 
permit. 


May 19—Minneapolis, Minn.—Hotel Nicollet—Examiner Higgins: 
* MC F-1813—C. Moland et al., purchase, J. W. Saunders and J. R. 
Welty. 


May 19—Rochester, Minn.—Mayo Auditorium—Examiner Peterson: 
MC 42525 Sub. 1—Carey Transfer & Storage, Rochester, Minn., cer- 
tificate to extend operations. 


May 19—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 


MC 104218—Insured DriveeAway Service, San Francisco, Calif., cer- 
tificate. 


May 20—La Crosse, Wis.—U. S. Ct.—Examiner Higgins: 
* MC F-1499—Witte Transportation Co., purchase, S. Jacobson. 


May 20—New Orleans, La.—Jung Hotel—Examiner Patrick: 
MC F-2026—Sherburne Transportation Co., Inc., purchase, T. S. Seely 


May 20—Omaha, Neb.—Hotel Fontenelle—Examiner Smith: 
* MC F-2143—O. L. Buckingham et al., lease, J. W. Wiederspan. 


May 20—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 


MC ..39906 Sub. 1—Vallejo Express Co., Vallejo, Calif., certificate to 
extend operations. 


May 20—Williamsport, Pa.—U. S. Ct.—Jt. Bd. 65: 
MC 74239 Sub. 1—J. D. Kiessling, Williamsport, Pa., certificate to 
extend operations. 


May 21—Detroit, Mich.—Hotel Fort Shelby—Examiner Higgins: 

* MC F-1972—Consolidated Freight Co., control, Northern Motor Ex- 
press, Inc. 

* MC F-2109—Hayes Freight Lines, Inc., purchase, Service Freight 
Line, Inc. 


May 21—Minneapolis, Minn.—Hotel Nicollet—Jt. Bds. 145 and 142: 
MC 1509 Subs. 42 and 44—Northland Greyhound Lines, Inc., Minne 
apolis, Minn., certificate to extend operations. 
MC 104293—J. Schuster, Glenwood City, Wis., certificate. 


May 21—Montgomery, Ala.—State Comm.—Examiner Yardley: 
MC 52704 Subs. 3 and 4—G. McClendon, Lafayette, Ala., certificate to 
extend operations. 


May 21—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Luce: 


MC 65748 Sub. 1—East End Trucking Co., Pittsburgh, Pa., certificate 
to extend operations. 





